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For packing fragile articles of every description. You w 
boxes that will deliver the goods safe and sound. Wem 
no other kind—we couldn’t sell any other kind. In all our 


to the truth of our claims and the excellence of our con- 
tainers. Let us plan your package. Write us today. 
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Canadian Address: Toronto, Ont. SANDUSKY, OHIO 











DIGEST OF 


THE TRAFFIC WORLD 





DECISIONS 





Under the Interstate Commerce Act 
1,100 Satisfied Purchasers in the Last 40 Days proclaim itto be 


INDISPENSABLE TO EVERYONE CONCERNED 
WITH SHIPPING AND TRANSPORTATION 


Do not delay buying this book until | 
some shipping or transportation diffi- | 
culty overtakes and embarrasses you. 


Get it now and be prepared. 


Besides, by remaining ignorant of | 
its contents you are probably sacrificing | 
important rights and privileges. 


Join the hundreds of Traffic World 
subscribers who bought the book the 
first month of publication. 


ORDER TODAY. 
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THE J. B. FORD COMPANY. of Wyandotte, Mich., through 
Mr. J. S. Killie, traffic manager, writes ‘I consider it an ex- 
ceptionally meritorious work of its kind. In fact, one of the 
beat that I have ever seen, and do not think that any shipper 
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without it.’ 
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Freight Rates Made Easy 


The CHICAGO FREIGHT RATE GUIDE 
of class rates is a condensed file of railroad tar- 
iffs, arranged for quick reference, showing 
THROUGH RATES from Chicago and Mil- 
waukee territory to towns in every state in 
the Union. 


All technicalities are eliminated in this, the 
most handy of all freight rate Guides. Not 
complicated ; just a practical and simple refer- 
ence book of class rates; concise and conven- 


ient. 


For checking expense bills, estimating pre- 
pays, quoting delivered prices, etc., etc., it is in 
a class by itself. Quicker than the telephone, 
and easier of access than a railroad tariff. 
Kept up to date at all times. Indorsed by rail- 
road and shipper alike. 


Yearly subscription price only $7.50. 
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receives his compensation for what he knows— 
not what he does. 


Do You Know 


what his duties are ? 


That the correct quotation and application of the 
lowest rates is but a small portion of his position? 


Prepare Yourself 


by the study of the different duties which must be 
assumed. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any Americas 
port constructed specially for service in the Tropics. 
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Guatemala—Nicaragua 
Honduras—British Honduras 
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AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for a City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes ia 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National —_ eee Chicago, Ill. 
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1. The Wells Fargo man responds to a telephone call. 2. The motor truck curries the package to the station. 









Responsibility 
is the 
Keynote 






of 
Wells Fargo 


Service 
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4. And the trunk into an express car. 











8. Prompt arrival—thanks to Wells Fargo. 





6. The package arrives at town of destination. 7. And is carried to the address given. 


Wells Fargo & Company Express 


Carriers to All Parts of the World 
Efficiency Responsibility 





Despatch 
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FAIR TREATMENT FOR RAILROADS. 


Apart entirely from its influence as the organ of a 
religious cult, the Christian Science Monitor, Bos- 
ton, is worthy the attention and. support of any citi- 
zen who is in favor of clean journalism. It is an im- 
portant fact, also, that the influence in this direc- 
tion is wielded by such able hands and that one of 
the valuable elements of the influence is the fair- 
ness with which it is exerted. This is merely pre- 
liminary to a quotation from that journal with ref- 
erence to the recent address of Mr. Frederic A. De- 
land on the subject, “Are Our Railroads Treated 
Fairly?’ The Monitor, referring to Mr. Delano’s 
statement as to the vast areas contiguous to the 
Mississippi and Missouri rivers that are still in need 
of development and the lack of public encourage- 
ment to such development, says: 

“This is a statement confirmatory of others hold- 
ing that the day of improvement of existing lines is 
Now, it is 
hardly possible to conceive that public encourage- 
ment, public confidence, has been withdrawn from 
the railways, notwithstanding that appearances 
would sometimes indicate popular antagonism to the 
transportation lines and systems. The American 
public has not been in sympathy with certain 
phases of railway management in recent years, it is 
true; but this has been the fault of the manage- 
ment. It is only recently that the public has been 
taken at all into the confidence of the railways, and 


over—or seemingly so—for a like reason. 
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a sudden or precipitate popular response to this 
recognition is not to be expected. But it is reason- 
able to expect that public thought and sympathy 
can, and will, be reached by a more rational attitude 
on the part of the railway managers. The great 
transportation corporations, with 
are in need of public friendship and public aid, and 
the public will simply be consulting its own inter- 
est by giving close attention to the pleas these cor- 
porations are making for fairer treatment. There is 
a frank confession of past delinquencies, and there is 
a promise of future regard for the public on the part 
of the railways. This confession and this promise 
should be taken at their full worth. They should 
be met half way, and an industry of such vital im- 
portance to the nation’s welfare as transportation 
should be given every reasonable opportunity to 
rehabilitate and to re-establish itself.” 


few exceptions, 


THE DESIRED RATE ADVANCE. 
Probably the most interesting, if not the most 
important, 
mission, in which the public is interested, 


subject now formally before the Com- 
is the 
pending request of the eastern roads for permis- 
sion to make a horizontal advance of five per cent 
in all rates. The reservation as to the importance 
of the movement is made because it is probable that 
the public, as such and outside of the interest of 
some of its members as _ shippers, never 
know of any such advance if made without being 


would 


previously discussed. 

Relative to this point it is of passing interest to 
note the figures compiled by Slason Thompson and 
published in “The Railway Library” of 1910. He 
gives a few illustrations which may be considered 
as substantially accurate. Eleven American citi- 
zens clad in the garments of their respective occu- 
pations or positions in society, living in the Mis- 
sissippi Valley, paid in the aggregate for the trans- 
portation of their suits, including shoes and hats, 
from New England, less than one dollar. An ad- 
vance of ten per cent in freight rates would increase 
the cost of his clothes to each man less than one 
cent. A McCormick harvester for the grain fields 
west of the Mississippi River under a similar ad- 
vance of ten per cent would ‘cost 17 cents more 
coming from Chicago. A cook stove from Detroit 
for the same general locailty would cost from 20 
to 25 cents more; refrigerators from Michigan to 
New York City, seven and one-half cents more; a 
set of dining-room furniture from Grand Rapids to 
Chicago, 16 cents more; dressed beef from Chi- 
cago to New York, five one-hundredths of one cent 
per pound. 

These figures contemplate a raise of ten per cent. 
The imminent demand of the eastern roads, so far 
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as we are informed, contemplates an advance of 


five per cent. 

That the roads are extremely modest in their 
request is generally admitted; and if the showing 
made in some recently published statements is ac- 
curate, the request is amply justified. President 
Rea shows that the earnings of the system of which 
he is the head represent only 4.83 per cent on the 
investment, which is plainly not an exorbitant in- 
terest charge. Few roads are earning a better per- 
centage than the Pennsylvania. This suggests one 
reason why the request should be made at this time 
and also why it is couched in such modest terms. 
In disposing of the matter two years or so ago the 
Commission implied that the only satisfactory basis 
upon which to predicate a rate readjustment was a 
physical valuation. Steps have been taken to se- 
cure such a valuation by the Commission. But no 
one hopes for definite results from this move short 
of from three to five years. Shall the railways, if 
entitled to some advance, be required to wait five 
years for the determination of exactly how much 
they are entitled to? Or rather, if the fact is gen- 
erally recognized that they are entitled to some- 
thing, shall they not be given at least the minimum, 
in view of the general increase in operating expense 
and the necessity of added facilities, without wait- 
ing until the exact amount is determined, with the 
in the meanwhile operative con- 
A half loaf is better than 


certainty that 
ditions will grow worse? 
no bread for five years. 

Whether or not these conditions have been taken 
into consideration in formulating the proposed ap- 
plication for permission to advance rates is not 


known, but they do not seem wholly beyond reason. 


EXPORT AND IMPORT RATES. 
Senator Cummins of Iowa on May | introduced 
an amendment to the tariff bill which is of interest 
The 


amendment is pending before the senate finance 


to all concerned .in export and import rates. 


committee, which.has not yet given it considera- 
tion. 

The amendment declares unlawful joint through 
rates between domestic carriers and carriers bring- 
ing to this country commodities mentioned in the 
tariff bill. 

It forbids any higher rates on imports and ex- 
ports than upon domestic commerce in the com- 
modities mentioned in the tariff bill. The penalty 
for violation is $5,000 and every such shipment 
constitutes an offense. 

The amendment so far has made no progress. It 
is designed to protect domestic manufacturers and 
is therefore obnoxious to President Wilson’s pur- 


pose to establish a competitive tariff. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


F. T. BENTLEY. 

F. T. Bentley, traffic manager, Illinois Steel Co., 
entered railway service in the accounting department of 
the Monon Route in Chicago in 1885. He later served in 
the operating department of the Northwestern. Became 





F. T. BENTLEY, 
Traffic Manager Illinois Steel Co. 


chief clerk to the commercial agent of the Chicago, St. 
Paul & Kansas City (now the Chicago Great Western) 
and also filled the positions of contracting freight agent 
and assistant commercia] agent, becoming local freight 
agent of the Chicago Great Western in Chicago in 1892. 
He was appointed traffic manager of the Consolidated 
Steel and Wire Co. in the summer of 1894, and was 
successively traffic manager of the American Steel & 
Wire Co. of Illinois and general freight agent of the 
American Steel & Wire Co. of New Jersey. In 1899 he 
became traffic manager of the Illinois Steel Co., and is 
now traffic manager of that company, of the Indiana Steel 
Co., western traffic manager of the Universal Portland 
Cement Co. and acting traffic manager of the Minnesota 
Steel Co. He is a charter member and was the first 
president of the Traffic Club of Chicago, and member 
of the Chicago Transportation Association. 


GRANTS PETITION TO AMEND. 
The petition of the Stearns & Culver Lumber Co. for 
the right to amend its complaint in Docket No. 5549, 
against the Louisville & Nashville Railroad Co., has been 
granted. 
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AS TO EASTERN RATE ADVANCES 


The conferences that have been 
going on with regard to the best way 
for the railroads in Official Classifi- 
cation territory to get official notice 
to the Commission of their desire for 
a five per cent increase in rates in 
that part of the country indicates that 
there should be some way in which 
the carriers, without going to the ex- 
pense of printing all the tariffs needed 
to bring about an increase, could give 
official notice of their intention. 

It is not conceivable that the public, which pays 
the bills, is in favor of a system that requires an out- 
lay of at least $200,000 for preparing the ground for a 
discussion between the Commission and the carriers 
as to whether the latter should be ajlowed to charge more 
for their services. A discussion is what it amounts to in 
the end. The facts are not so important as to weight to 
be given to them. That means a discussion. 

Inasmuch as all the class rates in that territory are 
based on the seventy-five-cent first-class rate between New 
York and Chicago, it would seem to a layman that a pro- 
posal, properly attested, that it is the desire of the carriers 
to raise that rate and all others in the same degree that 
are based upon it, would be sufficient notice to practically 
everybody concerned as to what the carriers desire to do. 
In the event that definite information should be desired, 
it ought to be possible to take a number of old tariffs 
and mark in the figures of the new rates and set clerks 
at work to furnish copies made in that way to all who 
desired accurate information as to specific rates in which 
they were interested. 

In the event that the strict letter of the law were en- 
forced there would be a hardship on the Commission. 
It would be necessary to check up every one of the tariffs 
filed to see which ones would have to be placed under 
suspension so as to make sure that at the end of thirty 
days one or more had not gone into effect simply be- 
cause it had not been caught in the net set for tariffs 
of that eharacter. 

The tariff force of the Commission has found it ex- 
ceptionally hard to keep track of all the tariffs filed in 
accordance with a determination on the part of carriers 
to increase a given set of rates. Some have escaped 
their attention. 

Shippers have also found it next to impossible to keep 
track of tariffs affecting rates in which they were in- 
terested, and which they inferred had been suspended 
because other like tariffs had been hung up. Everybody 
who has had anything to do with the new power of the 
Commission, that of suspending rates pending investi- 
gation, realizes that it is a cumbersome and uncertain 
operation. Inasmuch as the carriers, by law, are put in 
the position of profiting if they are able to “slip one 
over” on the Commission, the wonder is that no more 
attempts have been made. The fact is that there is not 
one case in which it can be proved tat any carrier 
undertook to do anything of that kind. When the carriers 
undertook to increase storage charges on gasoline, some 
of the independent oil men were under the impression 
that an attempt of that kind had been made. Some of 
the tariffs were in effect before the oil men knew about 
the effort. Some of them have letters from traffic men 
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tending to prove to the disgruntled ones that the traffic 
men were not candid in that matter, but inasmuch as the 
traffic men claimed, in those instances, that the trans- 
portation men were responsible for tariffs of that kind, 
there is at least room for a discussion on that point. 


This effort on the part of carriers in Official Classi- 
fication territory to increase rates has been the bete noir 
of the correspondents of nearly all the big newspapers 
in the country. Reports from New York stated that the 
chief men of the big systems had decided to ask for the 
increase. The Commissioners invariably said nothing 
had come to Washington. 

There was no light on the subject till one of the 
Commissioners, out of the kindness of his heart, revealed 
the fact that what the railroad men were trying to avoid 
was the expenditure of the huge sum of money that might 
be called the “ante,” if everybody knew about a certain 
popular game played with cards and red, white, blue and 
yellow celluloid or ivory discs. 

The idea of putting up $200,000 or possibly $250,000 
just for the privilege of getting the game started staggered 
not only the men representing the carriers, but obviously 
it excited the sympathies of the Commissioners, else they 
would not have consented to the informal conference on 
the subject scheduled for Wednesday morning. 

There is a suspicion that forward-looking railroad 
managers are wondering if tariff revision will not produce 
stagnation enough in business to cause a falling off in 
revenues. The suspicion extends farther than that. It 
goes to the length of suggesting that the managers want 
to be in a position to take advantage of the first decline 
in revenues to urge a favorable report on their appli- 
cation for an increase. 


Nobody is expecting such a stagnation as occurred 
nineteen years ago when the last downward revision was 
made. At that time reductions were made in rates, be- 
cause, as was said in the southern pig iron rate case, 
railroad managers did anything they could think of to 
induce people to resume business and thereby start a 
few dollars toward the yawning treasuries of the car- 
riers. An L. & N. man on that occasion said that the 
rates on pig iron were made at a time when every man 
connected with the money end of that property was won- 
dering how much longer it could remain away from a 
receivership. 

If, perchance, there should be a falling off in rev- 
enues by reason of stagnation, the pendency of an appli- 
cation for authority to hoist rates even five per cent 
would put the carriers in a fair way to enlist the sym- 
pathies of big shippers, except for the fact that if the 
stagnation amounted to enough to enable the carriers 
to base an argument on it, the shippers would be in as 
bad a way as, if not in a worse-condition than the car- 
riers. 

A. E. H. 


ORDERS CASES REOPENED. 


Upon consideration of the records the Commission has 
come to the conclusion that there is not sufficient evi- 
dence on file upon which to make findings in the matters 
of W. A. Griffith et al. vs. Chicago & North-Western et al., 
Docket No. 4768, and Petmecky Co. et al., vs. Missouri, 
Kansas & Texas et al., No. 4644, and has therefore ordered 
that these cases shall be reopened for further considera- 
tion and hearings. 
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CHANGE OF DESTINATION 
CASE NO. 5132 OPINION NO. 2268 
(26 I. C. C. Rep., P. 561.) 
PARLIN & ORENDORFF PLOW CO. OF ST. 
UNITED STATES EXPRESS CO. 
Oct. 15, 1912. April 8, 


LOUIS VS. 


Submitted Decided 1913. 


Express package with incorrect destination marked thereon by 
shipper was offered for transportation with receipt already 
filed out by shipper and showing correct destination. Car- 
rier, before signing receipt, changed destination shown 
thereon to agree with that marked on package, and then 
transported the package to the latter destination; Held, 
That the carrier in issuing receipt was not bound to call 
attention to the change in destination thereon, and should 
not be required to return the goods without charges. 


H. A. 
D. H. 


Beckers for complainant. 
Rawson for defendant. 


Report of the Commission. 
BY THE COMMISSION: 

This case, submitted upon an agreed 
facts without argument and without briefs, is one wherein 
the complainant seeks an order requiring the defendant 
carrier to return to it, without charges, a shipment car- 
ried to the destination marked thereon by the complainant. 

The Parlin & Orendorff Plow Co. of St. Louis is a 
corporation engaged in the sale of agricultural implements 
at St. Louis, Mo. On July 20, 1911, it delivered to the 
United States Express Co. a shipment marked for trans- 
portation to “Ozark, Arkansas.” The defendant gave its 
receipt for this shipment as destined to “Ozark, Arkansas,” 
to which point, in due course, by transfer to its connecting 
line, Wells, Fargo & Co., the shipment was carried. 

The shipment in question was, in reality, intended 
for transportation to “Ozark, Missouri,’ but there is no 
dispute that the marks oh the package, and the receipt 
(when signed by the carrier’s agent) read “Ozark, Ar- 
kansas.” The marks on the package were erroneous— 
the mistake of the complainant. 

The defendant gave its receipt to correspond to the 
marks upon the package, and the complainant did not 
then, and not until notified that the shipment had arrived 
at Ozark, Ark., discover that the destination named in 
the receipt was not the point for which the shipment was 
intended. It is that the receipt in question had 
originally contained the words “Ozark, Missouri,” but it 
is equally true that these words were altered to read 
“Ozark, Arkansas,” by the agent of the defendant before 
he signed the receipt. The complainant rests its petition 
for relief upon the circumstance of this alteration. 

It is undisputed that the form of the receipt em- 
ployed, in this instance for the shipper’s convenience, was 
permitted to be originally filled out by the shipper in- 
stead of being completely made out by the carrier. It is 
contended by the complainant that it was the carrier’s 
duty to call attention to the fact that there was a dis- 
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true 
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crepancy between the address on the package and that 
named in the receipt, and that the carrier had no right 
to alter the receipt before signing it. It is our opinion 
that the alteration made by the carrier’s agent was ample 
notice to the shipper that an error had been made, and 
that the carrier was clearly within its rights in changing 
the receipt to conform to the address on the package. 
It was the duty of the carrier to give a receipt that would 
conform to the marks on the shipment. In changing the 
destination named in the receipt conditions were not 
materially different from those that would have sur- 
rounded the shipment had the carrier completely filled 
in the receipt in the first instance. 

There is no basis for “an order commanding the de- 
fendant to return the goods to the complainant without 
charges.” 

The petition of the complainant is therefore dismissed 
and an will be entered in accordance with these 


findings. 


order 


CEMENT RATES FROM PENNSYLVANIA 


1. AND S. DOCKET NO. 212 
(26 I. C. C. Rep., P. 


1913. 


OPINION NO. 2297 

687.) 

Submitted March 17, Decided April 14, 1913. 

1. The Commission will not, for the purpose of indirectly in- 
fluencing intrastate rates, prevent increase of an inter- 
state rate on which no tonnage moves, to a basis in har- 
mony with like rates in the same region. 

2. Proposed advance in joint rate on cement, Nazareth, Pa., 
group to Phillipsburg, N. J., found to have been justified. 
Order of suspension will be vacated. 

Joseph Brobston for Dexter Portland Cement Co. 
William J. Turner and Dallett H. Wilson for Lehigh 

& New England Railroad Co. 
J. L. Seager for Delaware, 

Railroad Co. 

Steward C. Pratt for Lehigh Valley Railroad Co. 


Lackawanna & Western 


Report of the Commission. 


MARBLE, Commissioner: 
This matter involves a proposed advance in the rate 
for the transportation of cement to Phillipsburg, N. J., 
from Nazareth, Pa., and points taking Nazareth rates. 
From Nazareth to Phillipsburg one route 54 miles in 
length is wholly over the rails of the Delaware, Lacka- 
wanna & Western Railroad. This route is extremely 
circuitous as compared with the shortest route, 14 miles 
in length, which is composed partly of the rails of the 
Bangor & Portland division of the Delaware, Lackawanna 
& Western Railroad and the rails of the Lehigh Valley 
Railroad. Another route of almost equal length is made 
by a combination of the Lehigh & New England Railroad 
and the Lehigh Valley. A route about 28 miles in length 
is made over the rails of the Lehigh & New England 
Railroad and the Central Railroad of New Jersey. 
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Up to Jan. 15, 1913, the rates voluntarily maintained 
by the carriers for the transportation of cement from 
Nazareth to Phillipsburg were 50 cents per ton via all 
routes. This uniform rate was out of harmony with the 
general plan for cement rates from this region by which 
the rates over routes composed of two or more lines are 
published in amount 10 cents per ton greater than the 
rates between the same points over a route composed 
of the line of one railroad only. No satisfactory explana- 
tion is given by the record for the maintenance from 
Nazareth to Phillipsburg of uniform rates by all routes 
as against the general rule by which rates were made 
from Nazareth to other destinations and from other points 
of origin to all destinations, including Phillipsburg. 

By tariffs to become effective Jan. 15, 1913, the car- 
riers concerned proposed to increase from 50 cents per 
ton to 60 cents per ton the rates on cement from Nazareth 
to Phillipsburg over all routes composed of the rails of 
two or more companies. The rate of 50 cents per ton 
over the rails of the Delaware, Lackawanna & Western 
was proposed to be continued. The Commission, by ap- 
propriate order, suspended the advance to May 15, 1913. 

At the hearing it appeared that no cement is trans- 
ported from Nazareth, or from any point taking Nazareth 
rates, to Phillipsburg. Other factories in the immediate 
vicinity of Phillipsburg supply its needs. It did appear, 
however, that there is some transportation of cement 
from Nazareth via lines wholly within the state of Penn- 
sylvania to other points in Pennsylvania, which are in- 
termediate between Nazareth and Phillipsburg. It further 
appeared that the complaint to this Commission regarding 
the increase to Phillipsburg was prompted, not by any 
concern as to the increases to that point, but by the hope 
that an order of this Commission restraining the advances 
as to Phillipsburg would result in preventing the ad- 
vances to these intermediate Pennsylvania points. 

The request to this Commission is therefore that it 
shall prevent the increase of a rate of no interest to 
any shipper for the purpose of indirectly influencing rates 
which are not subject to its control. This Commission 
has already decided in Railroad Commission of Louisiana 
vs. St. L. S. W. Ry. Co., 23 I. C. C., 31 that the orders 
of state railroad commission enforcing discriminations 
against interstate commerce are not acceptable under the 
law. Likewise, no order of this Commission should be 
made merely for the purpose of incidentally affecting 
intrastate rates. 

The policy of the carriers of making rates for a two- 
line haul higher than the rates contemporaneously main- 
tained for a one-line haul between the same points has 
not been considered, and is not here passed upon. This 
record affords no basis for any order as to that policy. 
No reason is perceived for refusing at this time to alllow 
the carriers to apply this established policy to the rates 
from Nazareth to Phillipsburg. 

The order of suspension will be vacated. 


ORDER. 


It appearing, That on Jan. 11, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: The Central Railroad Co. of 
New Jersey, supplement No. 8 to I. C. C. S. No. 211, 
supplement No. 7 to I. C. C. S. No. 579: the Delaware, 
Lackawanna & Western Railroad Co., I. C. C. Nos. 9075 
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and 9077; Lehigh & New England Railroad Co., supple- 
ment No. 3 to L. & N. E. R. R. I. C. C. No. A-1984, and 
supplement No. 4 to L. & N. E. R. R. I. C. C. No. A-1985, 
and Lehigh Valley Railroad Co., supplement No. 2° to 
I. C. C. No. B-8798, and ordered that the operation of said 
schedules contained in said tariffs be suspended until 
May 15, 1913; 

It, further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That-the order of the Commission sus- 
pending until May 15, 1913, the operation of schedules 
contained in said tariffs be, and it is hereby vacated and 
set aside as of May 15, 1913. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers respondents herein and named 
in said tariffs, and that a copy hereof be filed with said 
tariffs in the officé of'the Commission. 


WHARFAGE CHARGES AT GALVESTON 


CASE NO, 4033. OPINION NO. 2°99 
(26 I. C. C. Rep., P. 695.) ' 
Submitted Feb. 7, 1913. Decided April 15, 1913. 


On the facts adduced upon the supplemental hearing; Held, 
That the services rendered and the facilities furnished by 
the Texas City Terminal Co. at the port of Texas City, 
Tex., are substantially greater than the services rendered 
and the facilities furnished by the Galveston Wharf Co. at 
the port of Galveston; on the record the allowance to be 
paid by the bay lines to the terminal company at Texas 
City is fixed at $3.50 per loaded car. 

S. H. Cowan, M. E. Kleberg, and N. A. Stedman 
for Galveston Wharf Co. 
W. T. Armstrong, E. F. Harris, H. A. Thomas and 

Frank Andrews for Texas City Terminal Co. and Texas 


City Transportation Co. 

N. H. Lassiter, T. J. Norton, H. A. Scandrett, F. 
C. Dillard, and Baker, Botts, Parker & Garwood for 
Gulf, Colorado & Santa Fe Railway Co.; Trinity & 
Brazos Valley Railway Co.; Galveston , Houston & Hen- 
derson Railroad Co.; and Galveson, Harrisburg & San 
Antonio Railway Co. 
“Henry C. Herbel and Fred G. Wright for Inter- 
national & Great Northern Railway Co. 

J. L. West and Alex §S. Coke for Missouri, Kan- 
sas & Texas Railway Co, of Texas. 

H. H. Haines for Galveston Commercial Associati n. 


Report of the Commission. 


HARLAN, Commissioner: 

Although this proceeding was initiated by the Com- 
mission and in form is an inquiry into the charges and 
practices of the interstate carriers entering Galveston 
and Texas City and of the wharf companies serving 
these ports, it is in substance a contest between those 
two communities and their respective wharf companies. 
The main issues were disposed of in In the Matter of 
Whartage Charges of the Galveston Wharf Co., 23 I. 
C. C., 535. The Commission there found that the rail- 
way companies were discriminating unduly against 
Galveston and the Galveston Wharf Co. in favor of Texas 
City and the Texas City Terminal Co. in the payment 
to the latter company of excessive divisions out of 
the rates to that port. But as the record was not 
broad enough tp justify a definite order fixing the di- 
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visions for the future, the carriers were directed to 
confer with representatives of the two wharf companies 
and to submit for our approval a new schedule of 
divisions with the terminal company. Such conferences 
subsequently were held, but there was a failure to 
reach an agreement that was acceptable to the different 
interests. The Commission was therefore asked to fix 
the divisions, and that is the particular issue on the 
present enlarged record. But in considering the di- 
visions that may be allowed at Texas City the Gal- 
veston Wharf Co. invokes the protection of that pro- 
vision of section three, which forbids carriers to dis- 
criminate in their rates and charges as between con- 
necting lines. 

For convenience and in order to have an outline 
of the entire controversy before us, it may be well 
briefly to state here the general facts of importance 
developed upon our previous report and the record upon 
which it was based. 


Facts in the Case. - 
The wharves of the Galveston Wharf Co. have been 
in the public service since 1854, and the facilities of 


that company are more extensive than any others at 
that port. On the other hand, Texas City did not be- 


come a place of consequence until 1910. The interests 
that undertook to establish a port there first purchased 
approximately 5,000 acres of land, and then began the 


dredging of a sufficient channel to enable ocean vessels 
to reach the port. This was completed in 1904 at a 
cost of $581,000. Subsequently the government took 
over the work, reimbursing the Texas City interests to 
the extent of $250,000; the government has since ex- 
pended large sums of money in the further development 
of the channel. The Texas City interests laid tracks 
from the wharf property to connections with four of the 
so-called Galveston Bay lines at a point called Terminal 
Junction, about 4.36 miles distant from the port. These 
rails were afterward extended 2.15 miles farther to a 
junction with the Trinity & Brazos Valley and the Gulf, 
Colorado & Santa Fe at a point now called Texas City 
Junction, Later, the erection of the wharves and ware- 
houses was undertaken. Although the railroad, the 
wharves and warehouses, and the landed interest are 
conducted through different corporations, they con- 
stitute one investment, under substantially one bene- 
ficial ownership, and under one general control and di- 
rection, the details of which are fully explained in the 
previous report. For convenience, therefore, we have 
referred herein to the thre companies collectively as 
the Texas City interests. 

Upon the completion of the wharves and warehouses 
in 1909 Texas City was in a position to handle traffic 
in large volume and began an active solicitation for it, 
and more especially for the cotton traffic. But the cot- 
ton producers and cotton brokers had been accustomed 
to route their export traffic through Galveston; their 
financial connections were established with the Galveston 
banks; the ocean-freight brokers had their offices there; 
the cotton brokers were located there; tramps and other 
ocean carriers were accustomed to seek cargoes there; 
and Galveston had long been the recognized port from 
which to ship cotton to foreign destinations. Experience 
at Galveston had demonstrated, however, that the fa- 
cilities there were inadequate to handle with promptness 
the immense tonnage that moves through the port during 
the cotton-shipping season. The new wharves at Texas 
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City therefore opened to cotton shippers a new route 
to foreign traffic that was free from the congestions 
and consequent delays occurring at Galveston. Never- 
theless it was not until the Texas City interests had 
made satisfactory arrangements with an ocean-freight 
broker at Galveston, who controlled the routing of a 
very large proportion of the export cotton, that cotton 
began to move through Texas City in appreciable vol- 
ume. This large traffic was secured by paying him a 
commission of 1% cents a bale. By itself, however, 
this rebate was not sufficient. Besides being some 
miles farther up the bay than Galveston, the condition 
of the channel to Texas City makes it undesirable for 
vessels to attempt to make the port at night, as they 
can safely do at Galveston. Moreover, vessels usually 
require the services of a tug into or out of the port, 
and this involves a substantial expenditure that is not 
necessary at Galveston. To overcome these disad- 
vantages and the resulting disinclination on the part of 
the ocean carriers to seek a cargo at that port, the 
Texas City interests offered them free wharfage, and 
later when the trunk-line carriers forced a wharfage 
charge upon Texas City, the interests in control there 
commenced to subsidize steamship companies to the 
extent of 1% cents per 100 pounds. This enabled the 
ocean lines to offer the cotton brokers an ocean rate 
from Texas City of 1 cent per 100 pounds less than 
they quoted at the same time on cotton for export 
through the port of Galveston, and left the ocean lines 
with a balance that was sufficient to cover the towing 
charges and still give them a substantial net profit out 
of the subsidy. All these arrangements being con- 
summated, cotton brokers and producers who had for- 
merly forwarded their traffic to Galveston found it to 
their advantage to route their export shipments through 
Texas City; and the ocean carriers also found it profit- 
able to seek cargoes there as well as at Galveston. 
Under this stimulus the cotton traffic of the port rapidly 
grew in volume. 
Texas City Becomes a Rival. 

The wharf company at Galveston and others in 
terested in the prosperity of that port soon observed that 
cotton was being diverted in substantial volume to the 
competing port. They also discovered that the allow- 
ances made by the carriers out of their rates to the 
Texas City interests were large enough to enable the 
latter to subsidize the ocean lines and cotton brokers 
and also to maintain free wharfage. They thereupon 
made a strong protest against the allowances. The 
carriers endeavored to satisfy their complaint by adding 
a differential of 1% cents on cotton destined for export 
through Texas City. This additional charge is the 
amount of the wharfage charge made at Galveston, and 
while not published as wharfage charge at Texas UWity 
it had all the effect of a wharfage charge because of 
notes in the new tariffs which provided that any increase 
in the rate should accrue to the terminal company. The 
carriers did this without the consent of the Texas City 
interests, and that is the reason for the assertion by the 
latter that the carriers forced upon them a wharfage 
charge contrary to their declared policy of maintaining 
a free wharf at that port. 

In the previous report we condemned the subsidy 
paid by the Texas City interests to the ocean carriers 
and we condemned as a rebate the commission paid 
to the cotton broker heretofore mentioned. We also 
condemned the arbitrary of 11% cents added to the 51 
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cent rate by the carriers as a wharfage charge against 
the protest of the Texas City interests. In that con- 
nection we said that the Texas City interests were en- 
tirely within their rights in adopting and maintaining 
the policy of free wharfage at that port. We also in- 
dicated that we would protect them in that course, and 
that the carriers could not legally force a different policy 
upon them by raising the rate on cotton to 52% cents. 
We therefore directed the previous 5l-cent rate to 
Texas City to be restored, that being the rate also to 
Galveston. 
Galveston Retaliates. 

After the conflict between the two competing com- 
munities and their respective wharf companies had been 
brought to our attention, and while the parties in in- 
terest were still wrangling among themselves, the Gal- 
veston Wharf Co, filed tariffs with us canceling its pre- 
vious switching charge of $1.75 per car and substituting 
therefor rates in cents per 100 pounds. This was un- 
doubtedly intended at a retaliatory measure. Its ob- 
ject was to emphasize the determination of that com- 
pany to insist on practically the same divisions or al- 
lowances out of the rate that the bay lines were then 
paying to the Texas City Terminal Co., and it brought 
sharply to the attention of the bay lines the purpose 
of the Galveston interests to fight any preference of 
that nature in favor of their competitors at Texas City. 
It was that tariff that really precipitated this proceeding. 
We suspended its effectiveness and, in the previous re- 
port, found that the present switching charge of $1.75 
a car was ample compensation for the service performed 
by the Galveston Wharf Co. on interstate and foreign 
traffic going over its wharves. At the same time we 
said, with reference to the allowances by the bay lines 
to the Texas City interests that, (p. 547)— 

No conditions are shown of record to justify the carriers in 

giving any advantage to the terminal company except such 
as will fairly measure the greater service that it may be said 
to perform. 

But not having before us a sufficient record for 
fixing the amount we directed the parties in interest, 
as heretofore stated, to confer among themselves as to 
the allowances that might properly be made to the 
Texas City interests; and, as already explained, an un- 
successful effort has been made to reach an agreement. 
All other points in the controversy have been settled; 
the Galveston Wharf Company has withdrawn its tariffs 
of terminal charges which we condemned, and the Texas 
City interests, on the other hand, have readjusted their 
practices in accordance with the views expressed in 
our previous report. There remains for consideration, 
therefore, only the question as to the amount of the 
compensation that the Texas City interests properly 
may receive from the bay lines. 

In taking up that question, and in order that there 
may be no misunderstanding of the situation, it must 
be borne in mind that while wharfage is demanded at 
Galveston, the policy of those in control at Texas City 
is to make it a free port. This is not only their policy 
but apparently they are under that necessity. When the 
ocean carriers can get cargoes at Galveston it is natural 
that they should give preference to that port rather 
than to Texas City, for the reason, as before stated, 
that Texas City is farther up the bay and is reached 
by an artificial channel that makes the passage by 
night somewhat unsafe and in addition involves towing 
charges, The Texas City interests therefore insist upon 
their policy of free wharfage and seem to regard it as 
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vital to the success of their investment. At any rate 
they think, and there is ground of record for the be- 
lief, that the effort to make a port at Texas City will 
probably fail unless they conduct it as a free port. The 
Galveston Wharf Co., on the other hand, asserts that if 
limited to its present allowances from the bay lines it 
would soon be in bankruptcy unless it exacted a wharf- 
age charge in addition to its switching charge. 


Texas City Must Offer Free Wharfage. 


The crux of the controversy lies in this difference 
In policy at the two ports. The revenue of the Gal- 
veston Wharf Co. from its switching charge is not suf- 
ficient to pay even the cost of operating the property. 
It is the wharfage charge that gives it a net income. 
A switching charge at Texas City of twice the amount 
of that allowed at Galveston would still leave the Texas 
City interests with an annual deficit from operation, ac- 
cording to their showing of record, unless they also 
make a charge for wharfage. What the Texas City in- 
terests are fighting for, therefore, is such an allowance 
out of the rates as will make their enterprise successful 
without a wharfage charge. They must be in a po- 
sition to offer free wharfage in order to compete with 
Galveston. But they cannot do this and at the same 
time make a success of their enterprise unless their 
allowances from the bay lines are large enough to en- 
able them to continue free wharfage at that port. There 
can be no doubt that this is a correct analysis of the 
situation. Except in times of congestion at Galveston, 
when shippers are glad to have another port on prac- 
tically any conditions, the new enterprise at Texas City 
must offer to shippers some inducement, at least under 
present conditions, for diverting their traffic from its 
accustomed channel to Galveston, and must offer to 
the ocean carriers some inducement for making that 
port instead of seeking cargoes at Galveston, where 
there is an open roadstead. Nevertheless, there is ap- 
parently some force in the statement made by the Texas 
City interest that Texas is in need of an additional 
port, The public interest, as well as the rights of the 
parties in their competition with one another, have 
therefore led us to examine the record with great care. 

Starting in a relatively small way in 1854, the 
record shows that the earnings of the Galveston Wharf 
Co. from the beginning have been sufficient not only to 
pay operating expenses and substantial dividends but to 
enable the company out of income to make very large 
additions and betterments to the property and also 
to lay up a surplus. Although it made an extensive 
showing as to the present value of the property and 
asserts that it does not earn a reasonable income on 
the estimated value, it was clear that the investment 
in its entirety has been an unusually successful one. 
The stockholders have been and are entirely content 
with the results. The tariff setting up rates in cents 
per 100 pounds, in place of the switching charge, was 
not intended as an expression by them either of a 
desire or a need of additional, revenue, It was in- 
tended simply as a weapon with which to fight what 
they regarded as an undue preference of the Texas City 
interests by the bay lines. And therefore, while not 
disregarding the exhibits and testimony touching the 
present value of the Galveston wharf property, we based 
our finding, that the switching charge of $1.75 a car 
was reasonable, largely upon the charges now volun- 
tarily being made for similar services in Texas and 
elsewhere. It had voluntarily been fixed by the com- 
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pany itself; it had been regarded as entirely satisfac- 
tory by the stockholders; and the finding of the Com- 
mission respecting it has been accepted without pro- 
test, although it is claimed that the income from that 
source, unless supplemented by the income from whartf- 
age, would leave the company with an annual operating 
deficit. 
Value of Properties. 

The present value of the wharf property at Gal- 
veston as estimated by its witnesses is about $10,000,000 
and that of the combined properties of the terminal and 
transportation companies at Texas City as stated by 
their witnesses is something in excess of $6,000,000. 
While we regard both estimates as somewhat optimistic, 
we need not analyze them at this time. It appears that 
the traffic at Galveston is, and at all times has been, 
sufficient to satisfy the owners of that property with 
their investment. On the other hand, the amount of 
traffic handled at Texas City is not yet sufficient to 
cover the cost of operation under the policy of free 
wharfage. The operating costs at Galveston during the 
eleven months ending Oct, 30, 1912, aggregated $181,- 
220.41: the wharf company handled during this period 
114,264 cars. Using the latter figure as a divisor and 
the operating cost as a dividend we arrive at a cost of 
$1.58 per car. Readjusting this figure by eliminating 
taxes, which apparently were not included in the Texas 
City computations, we get for the purpose of com- 
parison a cost unit of $1.42 per car. The revenue per 
car, aside from wharfage, was $1.75 under the switching 
charge at Galveston fixed by this Commission. At Texas 
City, on the other hand, there were handled during the 
fiscal year ending June 30, 1912, only 28,279 cars. Using 
this figure as a divisor and its operating cost of $190,- 
129.67 as a dividend, and deducting the expense of load- 
ing and unloading, it appears that there was a cost per 
car of $5.48, as compared with the readjusted cost of 
$1.42 per car at Galveston. 

This difference is very striking and clearly em- 
phasizes the newness of the enterprise at Texas City and 
the fact that it has not yet impressed itself upon the 
shipping public. Galveston lies in a channel of traffic 
that has long been used, and to which commercial in- 
terests are accustomed, Texas City, on the other hand, 
is a new port in the process of development, and the 
enterprise is going through the strains and difficulties 
that not infrequently attend an effort to compete with 
long-established enterprises of a similar nature. While 
the terminal company at Texas City is physically ca- 
pable of handling practically as many cars during a 
given period as is the wharf company at Galveston, it 
actually handled during the last year only about one- 
fifth as many cars as its competitor. The Galveston 
people assert that extravagant methods of management 
prevail at Texas City. This may be true, But there is 
no reason for thinking that with the same number of 
cars to handle the operating cost there would be ma- 
terially higher than at Galveston. During the cotton- 
shipping season, when the wharves at Galveston are 
operating at capacity, a like situation apparently exists 
at Texas City. But the facilities at the latter port are 
in full use only for a brief period in the fall. Practically 
75 per cent of the cars handled into Texas City during 
the last two years contained cotton, of which 94 per 
cent, or 70 per cent of the number of inbound cars, 
moved during the months September to February, in- 
clusive. For the remainder of the year the traffic was 
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comparatively light. The same results are shown in 
another form by the statement of record that during 
the period last named the average number of inbound 
cars handled was 2,610 per month, while during the re- 
maining months the average was but 560. In other 
words, whatever the future may develop, the traffic of 
the Texas City interests at this time is seasonal and 
erratic. 

Does the difference in cost at Texas City over Gal- 
veston afford a rational ground for taking from the rev- 
enues of the trunk line connections a greater amount at 
one point than at the other on the general theory that 
the new enterprise, regardless of the extent of its 
business, is entitled to a net income on the investment? 
Shall we make up for the lesser traffic at that port by 
giving it a larger allowance than we have fixed at the 
competing port? Shall we by means of a larger allow- 
ance out of the carriers’ rates make the investment at 
Texas City successful notwithstanding a possible lack 
of wisdom in the location and extent of the facilities 
constructed there? These are some of the questions 
before us on the.record. The difference in the policy 
of the two ports respecting the matter of wharfage also 
needs consideration here. The net income of the Gal- 
veston Wharf Co., as heretofore stated, accrues prac- 
tically entirely from wharfage; the enterprise, so it is 
asserted, would not be successful to its stockholders 
without the assessment of such a charge. Those in- 
terested in the development of Texas City, as we have 
said, apparently think that the exaction of wharfage 
there would bring their enterprise to a standstill, But 
is it proper, in order that the Texas City interests may 
continue that policy and have that important advantage 
in competing with Galveston, that we should either re- 
quire or permit the trunk line connections to pay more 
for substantially the same service at Texas City than 
at Galveston? 

Allowance for Texas City Conditions, 

The conclusion on all ‘these questions is clear, 
namely, that the only course open to us in fixing the 
allowances to the terminal company at Texas City is 
to proceed on the same general basis adopted in our 
previous report for Galveston. While taking into ac- 
count the extent of the investment, we must ascertain 
what under all the conditions and circumstances shown 
of record is a reasonable compensation for the service 
now being performed by the Texas City interests, and 
we may test the matter to some extent by charges for 
similar services elsewhere in Texas and in that part 
of the country, making due allowance for the special 
conditions shown to exist at Texas City, The charges 
so ascertained will necessarily have some relation to 
the charges that we have fixed at Galveston, but must 
give full recognition to the additional service performed 
by the Texas City interests. It is earnestly contended 
by the Texas City interests that they have a railroad 
with a line haul and are therefore entitled to divisions 
out of the rates on the theory that they originate and 
deliver traffic. They assert that their service is some- 
thing more than a mere switching service. We think 
there is no real force in this point and tha* it is sug- 
gested simply as a possible basis for a _ distinction, 
which has nothing of real substance, between its serv- 
ice and the service of its competitor at Galveston, on 
the basis of which a larger allowance out of the rate 
may be made there than at Galveston. We find, how- 
ever, that there is no essential difference in the char- 
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acter of the service at Texas City and at Galveston. 
Each company is conducting a wharf for handling public 
traffic and as a part of the investment, and with that 
end in view, has built and operates the necessary tracks. 
There are many switching roads elsewhere in Texas 
with trackage more extensive by far than that at Gal- 
veson or at Texas City, and still their service is re- 
garded as a switching service. We think the same view 
must be taken of the service offered by the Texas City 
interests. We turn, therefore to the record in order to 
see what is the difference in the extent of the service 
at the two ports. 

On the 40 miles of tracks operated by the wharf 
company at Galveston are 157 delivery points; on the 
13.8 miles of tracks operated by the terminal company 
at Texas City are 69 delivery points. Because of the 
greater number of delivery points on the property of the 
wharf company that company undoubtedly is obliged to 
perform more switching movements than is performed 
by the terminal companies, and this increases its cost 
of operation. It is impossible, however, to weigh the 
various services at the two ports and with exactness 
balance one against the other, and finally to arrive at a 
figure that will be mathematically correct. From the 
facts shown of record we think the service performed 
by the terminal company from what is known as its 
delivery yard to ship side at Texas City is fairly com- 
parable with the service rendered by the Galveston 
Wharf Co. from its junctions with the bay lines to 
ship side. The distance in each case is practically the 
same, There is perhaps a greater complexity in the 
track situation at Galveston and the tracks are inter- 
sected by much-traveled public streets. This doubtless 
adds something to the operating cost, but it is a dis- 
advantage arising from the location of its property, the 
burden of which the Galveston Wharf Co. ought to 
bear. 


Texas City Performs Greater Service. 


In one respect, however, there is undoubtedly a 
greater service at Texas City than at Galveston. We 
refer to the service by the terminal company between 
its junctions with the bay lines and its so-called delivery 
yard. The Texas City interests refer to this as a 
line haul, and demand divisions out of the rate instead 
of a switching charge. From Terminal Junction to the 
delivery yard the haul is approximately 5 miles, and 
from Texas City junction something more than 2% 
miles. There is no such haul at Galveston on inbound 
traffic; but the outbound haul, consisting largely of 
empty cars, approximates 3 miles. We think there is 
in this a substantial difference between the service per- 
formed at Texas City and in the service performed at 
Galveston. Moreover, we lay some stress on the fact 
that the Galveston Wharf Co. does not pretend to fur- 
nish, on Galveston Island, terminal or storage facilities 


“ample enough to relieve the bay lines of the obligation 


also of furnishing terminal facilities. The wharf com- 
pany will receive cars from the bay lines only when it 
is ready to do so, and only in such quantities as the 
wharf company may designate; and the cars must be 
arranged by the bay lines in pier lots, Its facilities 
indeed are said to be so inadequate that if cars were 
delivered to it indiscriminately the property would be 
blocked in one or two days. Embargos against certain 
piers are frequently issued by the wharf company, in 
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consequence of which the terminals of the bay lines on 
Galveston Island are congested, this condition some- 
times extending back beyond Houston. At times the 
blockade is so serious that the carriers must refuse to 
accept Galveston traffic. This condition does not exist 
at Texas City. The terminal company receives the cars 
at such times and in such quantities as the carriers are 
ready to make delivery to it, and during periods of heavy 
movement the cars are held on the tracks of the ter- 
minal company until they can be handled. The bay lines 
have no terminal facilities there and do not require 
any, those of the terminal company being sufficient. 

As already indicated, the Texas City interests in 
the presentation of their case attached some impor- 
tance to their suggestion that the state of Texas is in 
need of an additional port and that the public interest 
therefore is involved in the maintenance of a port at 
Texas City. While the contention has not been over- 
looked, it is very clear that in a contest like this be- 
tween two communities and their respective wharf coin- 
panies it can have no controlling force. Recurring 
therefore, to what was said in our original report here- 
in, In the Matter of Wharfage Charges of the Galveston 
Wharf Co., supra, at page 547, namely, that the bay lines 
are not warranted in giving any advantage out of the 
rates to the Texas City Terminal Co. except such as 
will fairly measure the greater service that it may per- 
form, we find from the facts adduced of recerd that on 
traffic moving over the wharves at that point the terminal 
company renders a substantially greater service and 
furnishes greater facilities, and that it is entitled to 
recognition of this in the allowances paid to it by the 
bay lines out of the through rates. After carefully weigh- 
ing all the facts shown of record we have reached the con- 
clusion and find that the Texas City Terminal Co. in 
compensation for its services and the use of its facilities 
is reasonably entitled to a switching allowance of $3.50 
per loaded car. We further find that any allowance to 
that company in excess of that amount will operate under 
section 3 of the act as an undue discrimination against 
the Galveston Wharf Co. In accordance with the stipu- 
lation of the parties in interest under which the Com- 
mission some months ago suggested a temporary basis 
of adjustment pending the announcement of our con- 
clusions herein, settlements between the Texas City Ter- 
minal Co, and their trunk line connections may be made 
on the basis here fixed for services rendered since Aug. 
1, 1912. 

The point made on the intervening petition of the 
Galveston Commercial Association is that the Texas City 
interests are offering to the American Steel & Wire Co. 
and other large shippers warehousing services on their 
wharves at Texas City at less than cost and that they 
are able to do this only because of the large divisions 
out of the rate that the terminal company was formerly 
receiving, and will be able to continue to do it only in 
the event that the Commission fixes the allowance of 
the Texas City Terminal Co. on an excessive basis. We 
are not prepared on the facts shown of record to express 
any view as to the legality of these arrangements, but 
shall look into them further and take such steps as may 
be required. 

It is assumed that the ‘parties in interest will at 
once adjust themselves to these conclusions, but an order 
to give effect to them will be entered if required. 
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LOG RATE UNREASONABLE 


CASE NO. 4090 OPINION NO. 2300 
(27.4. & ©... Rep. F. 2.) 
MEMPHIS FREIGHT BUREAU VS. ILLINOIS CENTRAL 
RAILROAD CO. ET AL. 
Submitted Feb, 6, 1912. Decided April 7, 1913. 

Joint rate of 13 cents for the transportation of logs from Pear- 
son, Miss., to Memphis, Tenn., found unreasonable. Repara- 
tion awarded. 

James S. Davant for complainant. 

R. Walton Moore for defendants. 

E. K. Bryan, Jr., for Illinois Central Railroad Co. 

A. J. Chapman for Alabama & Vicksburg Railway Co. 

Report of the Commission. 

BY THE COMMISSION: 

The complainant is a voluntary association of mer- 
chants and shippers of Memphis, acting in behalf of May 
Brothers, one of its members. It filed a petition May 9, 
1911, attacking as unjust and unreasonable a rate of 13 
cents per 100 pounds charged by defendants for the trans- 
portation of five carloads of oak logs from Pearson, Miss., 
to Memphis, Tenn. Reparation is asked. 

The cars moved during the month of August, 1910, 
and at the request of May Brothers were shipped to Jack- 
son, Miss., on bills of lading issued by the Alabama & 
Vicksburg Railway, showing destination as Jackson, and 
Enoch-Chambers Lumber Co. as consignee. The cars were 
rebilled at Jackson, via the Illinois Central, to May 
Brothers, at Memphis. The rebilling was made in ac- 
cordance with instructions of the shipper’s agent, and 
was for the purpose of securing the benefit of a combina- 
tion of rates assumed by the complainant to have been 
in force via Jackson. The logs contained in these ship- 
ments were manufactured into lumber, which was re- 
shipped from Memphis via the Illinois Central Railroad. 

A joint commodity rate of 13 cents was applicable 
to the shipments. This was the rate applied, but it is 
alleged to have been unreasonable to the extent that it 
exceeded a combination of intermediate rates amounting 
to 9.25 cents, consisting of the initial carrier’s local] rate 
of 3 cents from Pearson to Jackson and a distance rate 
of the Illinois Central from Jackson to Memphis. The 
weight was 243,900 pounds, and the amount of $317.07 
was paid by complainant. The amount of the reparation 
claimed is $91.46. 

The record shows that there was a local state rate 
of 3 cents from Pearson to Jackson; but it has never 
been filed with the Commission and is therefore not 
applicable to interstate business. The rate of 6.25 cents 
from Jackson to Memphis was the Illinois Central’s rate 
on logs for a distance of 211 miles, published to apply 
only on shipments when for manufacture and reshipment 
via the Illinois Central or Yazoo & Mississippi Valley 
Railroad and restricted in its application by the terms 
of the tariff as follows: 


Rule 38—Shipments from connecting lines. Rates * * # 
shown apply from juctions of the Illinois Central Railroad with 
connecting lines on shipments originating at points on connect- 
ing lines from which no through rates are published, subject to 
the rule shown herein. 


Since a joint through rate was in force from Pearson 
to Memphis, the restriction in the rule governing the 
application of the 6.25-cent rate removes the latter from 
consideration as an intermediate factor in this case. The 
local rate of the Illinois Central on logs from Jackson 
to Memphis, applicable without restriction, was at the 
time of shipment 10 cents, while from Pearson to Jackson 
the lawfully published rate for an interstate movement 
was the sixth class rate of 26 cents, governed by the 
Southern Classification. In the absence of a joint through 
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rate from Pearson to Memphis, the intermediate rates 
lawfully applicable to that point on logs manufactured 
and reshipped in acordance with the terms of the tariff 
would have been 32.25 cents. 


The shipments were a part of a consignment of six 
cars, one of which was billed to Jackson, where charges 
were paid and the car then reshipped to Memphis. It is 
stated that upon reshipment of the product from Mem 
phis it was accorded the benefit of the 6.25-cent rate 
The remaining five cars were apparently rebiiled from 
Jackson by the railroad agent on telephonic instructions 
from Enoch-Chambers Lumber Co., which firm was made 
consignee at Jackson merely for the purpose of agency, 
it being the intention of the shipper that this firm should 
take possession of the logs and reship them to Memphis. 
No actual or constructive possession was taken by them 
at Jackson, nor do they appear to have done anything 
but telephone reconsigning instructions to the carriers 
directing that the cars be forwarded to Memphis. 


The record, while not clear as to all the circumstances 
in connection with the handling of these cars, is yet 
sufficiently complete to rebut the complainant’s contention 
that the movement from Jackson to Memphis was a new 
and distinct shipment. 

The interstate rates of the [Illinois Central as pub- 
lished in the tariff naming the 6.25-cent rate from Jack- 
son to Memphis are rates which apply from junction 
points of that carrier and are applicable only on logs 
originating on the line of the Illinois Central or the Yazoo 
& Mississippi Valley or at points on connecting lines 
from which no through rates are in effect. Complainant 
contends that this operates to penalize shipments origi- 
nating at points on connecting lines from which through 
rates are in effect. 

The defendant offered no justification for its rule 
which confines the benefit of the milling-in-transit rate 
to’ logs originating upon its own line or at points off its 
line from which no joint through rate is in effect, and 
we can conceive of no valid reason for this. In our 
opinion the effect of the rule as applied to this case is 
to create an unjust discrimination against Pearson and 
the traffic originating at that point. 

The local rate from Jackson to Memphis is 10 cents; 
the joint through rate from Pearson to Memphis is 13 
cents; the local rate from Pearson to Jackson, not on 
file with this Commission, is 3 cents. All this indicates 
that a joint rate from Pearson to Memphis 3 cents higher 
than the rate of 6.25 cents in effect from Jackson to 
Memphis, is just and reasonable. We hold, therefore, that 
the rate of 13 cents which was applied to these ship- 
ments was unjust and unlawful, and that this rate should 
not have exceeded 9.25 cents. We are further of the 
opinion that for the future the joint through rate from 
Pearson to Memphis should not exceed the local rate 
from Jackson to Memphis by more than 3 cents, and 
that whatever milling-in-transit privilege is allowed to 


traffic originating at Jackson should be allowed to that 


originating at Pearson. 

We further find that complainant made the shipments 
as above set forth and paid charges thereon at the rate 
herein found unreasonable; that it has been damaged in 
the sum represented by the difference between the 
amount it did pay and the amount it would have paid 
had the rate herein found reasonable been applicable; 
and that it is entitled to reparation in the sum of $91.46, 
with interest from Sept. 14, 1910. An order will be entered 
accordingly. 





o. 20 


‘ates 
ured 
ariff 


| gix 
rges 
It is 
lem 
rate. 
Tom 
ions 
nade 
ncy, 
ould 
his. 
hem 
hing 
‘iers 


nces 

yet 
tion 
new 


pub- 
ack- 
tion 
logs 
LZ0O0 
ines 
fant 
rigi- 
ugh 


rule 
rate 

its 
and 
our 
e is 
and 


ots ; 

on 
ates 
cher 

to 
hat 
hip- 
yuld 
the 
rom 
“ate 
and 

to 


hat 


nts 
‘ate 


the 
aid 
le; 


ae 


May 17, 1913 


ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con. 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before July 15, 1913, and for a period of 
two years thereafter to abstain, from charging, demand- 
ing, collecting or receiving for the transportation of oak 
logs in carloads from Pearson, Miss., to Memphis, Tenn., 
when for manufacture and reshipment via the Illinois 
Central or Yazoo & Mississippi Valley railroads, any rate 
in excess of 3 cents per 100 pounds more than the local 
rate from Jackson, Miss., to Memphis, Tenn., for the 
transportation of logs in carloads when for manufacture 
and reshipment via the Illinois Central or Yazoo & Mis- 
sissippi Valley railroads. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish on or 
before July 15, 19138, upon statutory notice to the Inter- 
state Commerce Commission and the general public by 
filing and posting in the manner prescribed by section 6 
of the Act to regulate commerce, and for a period of two 
years from and after July 15, 1913, to maintain and apply 
to the transportation of oak logs in carloads from Pear- 
son, Miss., to Memphis, Tenn., when for manufacture and 
reshipment via the Illinois Central or Yazoo & Mississippi 
Valley railroads, a rate not in excess of 3 cents per 100 
pounds, more than the local rate from Jackson, Miss., to 
Memphis, Tenn., for the transportation of logs in car- 
loads when for manufacture and reshipment via the IIli- 
nois Central or Yazoo & Mississippi Valley railroads. 

And it is further ordered, That said defendants be, 
and they are hereby, authorized and directed to pay 
unto May Brothers, on or before July 15, 1913, the sum 
of $91.46, with interest thereon at the rate of 6 per cent 
per annum from Sept. 14, 1910, as reparation on account 
of a rate charged for the transportation of five carloads 
of oak logs from Pearson, Miss., to Memphis, Tenn., which 
rate so charged has been found unreasonable, as more 
fully and at large appears in and by said report of the 
Commission. 


MAY CANCEL JOINT RATES 


1. AN.D S. DOCKET NO. 213 OPINION NO. 2302 
(27 L. C..C. Rep. P. 6.) 
LUMBER RATES FROM MISSISSIPPI TO EASTERN 
POINTS. 
Submitted April 12, 1913. Decided May 6, 1913. 


Other through routes and joint rates via shorter and more 
direct lines being provided, and no increased charges to 
shippers or receivers being involved, cancelation of joint 
rates on lumber from points on the Gulf & Ship Island and 
New Orleans Great Northern railroads via the Illinois Cen- 
tral Railroad to points in eastern trunk-line territory, east- 
= Canada and New England permitted to be made 
effective. 


Robt. W. Hall for Wells Lumber Co. and Chicago 
Lumber & Coal Co. 

R. VY. Fletcher for Illinois Central Railroad Co. 

B. E. Eaton for Gulf & Ship Island Railroad Co. 


E. H. Farrar for New Orleans, Great Northern Rail- 
road Co. 
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Report of the Commission. 
CLARK, Chairman: 


In its tariff I. C. C. No. 4418, the IHinois Central Rail- 
road Co. publishes joint rates on lumber from points 
on the Gulf & Ship Island and New Orleans Great North- 
ern railroads to destinations in eastern Canada, New 
England, and eastern and Virginia cities. By supplement 
No. 8 to the tariff the Illinois Central gave notice that 
these joint rates would be withdrawn, effective Jan. 21, 
1913. 


Protests against the cancelation having been filed by 
shippers on the line of the Gulf & Ship Island, the Com- 
mission suspended the operation of the supplement pend- 
ing investigation. No protest has been filed specifically 
against the New Orleans Great Northern. All but two 
of the protests were withdrawn before the hearing. ‘Since 
that time another shipper has entered a general protest 
against the proposed cancelation. 


Counsel for the Illinois Central states that as agent 
for the other respondents above referred to it had, under 
power of attorney, published the rates in the first in- 
stance and that, in the same capacity of agent, it had, 
when so directed by its principals, issued the notice of 
cancelation. 


Respondents, Gulf & Ship Island and New Orleans 
Great Northern, assumed full responsibiilty for the can- 
celation. The New Orleans Great Northern, however, 
asserts that as no protest has been made against its action 
by any shipper on its line it need make no defense. The 
burden, has, therefore, fallen almost entirely upon the 
Gulf & Ship Island. 


Under the tariff which respondents seek to cancel 
lumber moves from points of origin to Jackson, Miss., 
where it is delivered to the Illinois Central, which carries 
it northward to one of its Illinois junctions or to Indi- 
anapolis, Ind., whence it moves via the trunk lines to 
destinations. 

Both the Gulf & Ship Island and the New Orleans 
Great Northern also have through routes and joint rates 
in connection with the New Orleans & Northeastern 
Railroad, with which the Guif & Ship Island connects at 
Lumberton, Hattiesburg and Laurel, Miss., and the New 
Orleans Great Northern at Slidell, La. The routes via 
the New Orleans & Northeastern apply only through the 
Virginia gateways to Washington, D. C., thence via the 
Pennsylvania Railroad and its connections to all of the 
destination points in question. This is stated to be the 
short line to Baltimore, Philadelphia, New York and Bos- 
ton. Respondent New Orleans Great Northern, in con- 
nection with the Louisville & Nashville Railroad, has also 
a through route and joint rates via Cincinnati, O. It 
seems, therefore, to be somewhat more favorably situated 
than is the Gulf & Ship Island. 


The admitted cause of respondents’ action in seeking 
to cancel the joint rates via the Illinois Centra] lies in 
the fact that under a revision of divisions of the rates 
recently forced upon the originating carriers by the Illi- 
nois Central the proportions of the through rates accruing 
to them have been materially reduced. For some years, 
as appears by a letter addressed to the Commission by 
the freight traffic manager of the Illinois Central, the 
revenue under the rates sought to be canceled has been 
prorated between the carriers by allowing the lines be- 
yond the Illinois Central the proportions demanded by 
them and subdividing the remainder between the Illinois 
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Central and the originating roads, allowing the latter a 
fixed proportion of 6 cents per 100 pounds. 

Claiming that the revenue received by it was unre- 
munerative, the Illinois Central revised the division basis, 
reducing in many instances the fixed proportion formerly 
allowed the originating carriers and increasing its own 
proportions in the amounts of such reductions. The origi- 
nating carriers, having other outlets at the same rates 
and under satisfactory divisions, and being unwilling to 
the reductions, directed the Illinois Central to 
rates. 


accept 
cancel the 

The originating roads depend upon their connections 
for equipment, and the greater portion of the equipment 
used has heretofore been furnished by the Illinois Central. 
In furnishing cars to the originating the Illinois 
Central is not advised and does not inquire as to the 
destinations to which such cars will be loaded and for- 
warded. Protestants allege that the result of 
the rates would be a diminished car supply, which they 
insist is inadequate at times. It is admitted that for a 
limited time there was a shortage of cars, but it is said 
that that was not a normal condition. It is a matter of 
common knowledge that such shortages occur at times in 


roads 


canceling 


nearly every locality. 

Witness for the two protestants, who at the time of 
the hearing still opposed the cancelation, testified to ap- 
prehension that it would result in a diminished car sup- 
ply. He said that in the early part of 1912 there was 
a sufficient supply of cars, but that at other times during 
that year they were handicapped on account of car short- 
age. He showed by correspondence had with officers of 
the New Orleans & Northeastern that it was unable dur- 
ing the period of car shortage last fall to promptly fur- 
nish shippers on its own line with sufficient cars, and 
contended, therefore, that Gulf & Ship Island shippers 
could not reasonably expect the loss of [Illinois Central 
equipment to be compensated by an increased supply from 
the New Orleans & Northeastern. 


Respondent Gulf & Ship Island shows that the haul 
via the New Orleans & Northeastern route is 150-to 200 
miles shorter than via the Illinois Central: that during 
1912 the Gulf & Ship Island delivered to the Illinois 
Central at Jackson some 15,000 loaded cars (record cor- 
rected on brief), consisting chiefly of lumber, of which 
only 885 cars moved to the destination territory here 
involved, and that it receives daily from the New Orleans 
& Northeastern, -under load, many times the number of 
cars that would be required to take care of all business 
to that territory. 

The witness for protestants testified that his com- 
pany has a contract with the Baltimore & Ohio Railroad 
Co. to furnish the latter lumber. One of the conditions 
of this contract is that the lumber must be delivered to 
the purchasing carrier at Louisville or at Cincinnati, the 
obvious purpose of this provision being to give the pur- 
chasing carrier a line haul to some destination beyond 
and permit it to take advantage of the divisions of the 
rates which would accrue to it, the same as on com- 
mercial business. Of 227 cars shipped by this protestant 
during 1912 to the destination territory in question a 
number were so consigned and shipped through Louisville 
or Cincinnati. Since the Gulf & Ship Island does not 
operate in connection with the Louisville & Nashville 
Railroad, protestant’s witness claims they cannot fulfil 
their present contract or make other similar ones if the 
Jackson gateway be closed. 
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The Gulf & Ship Island insists that it should not be 
required to maintain a through route via the Illinois Cen- 
tral which means a loss of revenue when it can reach 
every point within the affected territory via its other 
through route in connection with the New Orleans & 
Northeastern at the same rates and without loss in reve 
nue. It contends, in respect to the shipments which under 
protestants’ contract must move via Louisville or Cin 
cinnati, that it is not just to put upon it the burden of 
making its territory available for such a limited amount 
of traffic at such cost to itself. 

Not having equipment of its own commensurate with 
the traffic which it originates, and having hitherto drawn 
cars for that here in question from the Illinois Central 
the Gulf & Ship Island undertakes to and asserts that it 
can make up any deficiency by a larger supply from the 
New Orleans & Northeastern. It urges that there is 


every reason to believe that the New Orleans & North 
eastern would furnish cars to take care of an attractive 
business it had not hitherto enjoyed, and that conse 


quently it would increase its allotment of cars. 

There is a suggestion in the brief of respondent Gulf 
& Ship Island that possibly an ulterior motive lies be 
hind the action of the Illinois Central in reducing the 
Gulf & Ship Island’s proportion below that formerly 
allowed. Respondent argues that in the event of a 
sequent hearing to determine the proper divisions be 
tween the carriers it is unlikely, assuming there is an 
ulterior motive behind the action of the Illinois Central, 
that the result would in any event be satisfactory to the 
latter, and the fear is expressed that the issues now pre- 
sented would, most likely, be intensified by the Illinois 
Central demanding further reductions on lumber moving 
to other territories, or that the Illinois Central would 
retaliate by refusing to furnish cars. 

No question of the reasonableness of the joint rates 
is here involved, but only the possible injury which might 
result to protestants were they deprived of this through 
route which has been for a long time available to them 
and from which they have hitherto drawn equipment for 
their shipments. 


sub 


The question of what would be the proper division 
of the rates is not presented. The only issue in this 
proceeding is the propriety of closing the route via the 
the Illinois Central. 

The direct cause of this action is disagreement among 
respondents as to divisions of the rate. Ordinarily such 
disagreement between carriers. will not be recognized as 
justification for withdrawal of joint rates or through 
routes. Especially is this true if such withdrawal occa- 
sions higher charges to s.hippers or receivers, or deprives 
them of opportunity to ship via reasonable through routes. 
The carriers that take this traffic from the Illinois Central 
are not before us. We have not here the question of the 
reasonableness of any carrier’s division of the rate. So 
far as appears, the Illinois Central is obliged to accord 
the divisions demanded by its eastern connections. It 
has allowed the originating lines 6 cents per 100 pounds, 
and has accepted for itself what was left. It is no longer 
willing to do that, as the compensation is not, in its 
view, compensatory. The originating lines are unwilling 
to accept less than they have received from the Illinois 
Central, because they can deliver the traffic to another 
connection at points which involve shorter hauls and 
receive the same compensation they have heretofore re- 


ceived. A shorter and more direct route is open from 
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every point of origin to every destination involved, with- 
out any additional charge to shippers or receivers. No 
traffic will, so far as we are advised, be affected except- 
ing the lumber sold by one protestant to the Baltimore 
& Ohio Railroad Co., which, as we have said, is, as we 
understand, routed that way solely so the Baltimore & 
Ohio may earn divisions of the rates upon its own prop- 
erty. 

We see no reason why the Gulf & Ship Island should 
be required to sacrifice its revenues upon all shipments 
via that route in order that the Baltimore & Ohio may 
earn divisions upon the small part of the lumber which 
it purchases. 

No substantial reason has been presented why the 
eancelation of the joint rates via the Illinois Central from 
points on the New Orleans Great Northern should not be 
permitted to become effective. 

Aside from the objections as to shipments purchased 
by the Baltimore & Ohio, the objections to the cancelation 
of the joint rates from the Guif & Ship Island points 
are based upon the fear that the supply of cars will be 
curtailed. Respondents deny that this condition will 
follow. The result is problematical and we cannot assume 
that protestants’ fears will be realized. If the routes 
provided prove inefficient, insufficient, or not reasonably 
satisfactory, protestants may apply for the establishment 
of additional through route or routes, and by joining the 
necessary parties the whole question will be presented, 
including the divisions, if the carriers cannot agree as to 
them. 

Upon the whole record, we find that respondents 
have fairly shown that, under the circumstances, the 
eancelation of the joint rates via the Illinois Central is 
justified. The conditions so created should be given a 
fair trial. If respondents are not able thereunder to rea- 
sonably provide cars, it cannot be assumed that they will 
deny themselves the benefits of moving the traffic origi- 
nating upon their lines by refusing to open additional 
possible routes. 

The order of suspension will be vacated as of May 
21, 1913. 

This action must not, however, be assumed or under- 
stood to be warrant for any further withdrawal of joint 
rates or through routes to other destinations. 





ORDER. 

It appearing, That on Jan. 16, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariff: Supplement No. g to I. C. C. No. 
4418 of the Illinois Central Railroad Co. and the Yazoo 
& Mississippi Valley Railroad Co., the operation of said 
tariff being suspended until May 21, 1913; 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until May 21, 1913, the operation of schedules 
contained in said tariff be, and it is hereby, vacated and 
set aside as of May 21, 1913. 

It is further ordered, That a copy hereof be forthwith 
served upon all the carriers named in said tariff, and 
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that a copy hereof be filed with said tariff in the office 
of the Commission. 


NOTICE TO SUBSIDIARY NOT ENOUGH 


OPINION NO. 2301 


(27 I. C. C. Rep., P. 4.) 
DUHLMEIER BROTHERS VS. PENNSYLVANIA CO. 
ET AL. 


Submitted Oct. 16, 1912. Decided April 8, 1913. 


x car of lumber reached Chicago via the line of the Pennsyl- 
vania Co. Complainant sent instructions for delivery of 
the car to agents of the Pittsburgh, Cincinnati, Chicago & 
St. Louis Ry. Co., which did not handle the shipment. 
Owing to delay in receipt of delivery instructions. by the 
Pennsylvania Co. demurrage charges accrued, which com- 
plainant seeks to recover. Although the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Ry. is one of a group of roads 
comprising the Pennsylvania system, that line and the lines 
of the Pennsylvania Co. are separately operated, file sep- 
arate reports and tariffs, and are shown in railroad publi- 
cations as distinct railway companies; Held, That notice to 
the Pittsburgh, Cincinnati, Chicago & St. Louis Ry. Co. 
was not notice to the Pennsylvania Co. and that demurrage 
charges were properly collected. 


CASE NO. 5101 


L. F. Deininger for complainants. 


J. F. Goldsberry for Pennsylvania Co. 
Report of the Commission. 
BY THE COMMISSION: 

Complainants are lumber dealers at Cincinnati, O. 
In their petition, filed Aug. 19, 1912, they allege that unjust 
demurrage charges were coilected on a car of lumber 
shipped by them on Aug. 5, 1911, from Goshen, Ind., to 
Chicago, Ill. The shipment was delivered to the Cleve- 
land, Cincinnati, Chicago & St. Louis Railway at Goshen, 
Ind., with bill of lading instructions to route via “P. R. R.,” 
and was consigned to complainants at Chicago. It is 
shown that while the car was in transit the agents of 
the Pittsburgh, Cincinnati, Chicago & St. Louis Railway 
at Cincinnati and Chicago were requested by complain- 
ants to deliver the car upon arrival at destination to 
A. J. Johnson & Sons Co., Chicago. The car was trans- 
ported by the initial carrier from Goshen to Warsaw, 
Ind., and was there turned over to the Pennsylvania Co. 
Upon arrival of the shipment at Chicago notice was 
mailed by the Pennsylvania Co. to complainants, eare of 
“general delivery.” Having no office or place of business 
in Chicago, the notice was not received by them, and 
after repeated inquiry was made by complainants the 
car was located on the tracks of the Pennsylvania Co., 
but not until after ten days’ demurrage had accrued, It 
was then delivered to A. J. Johnson & Sons Co. upon 
payment of the freight charges and accrued demurrage 
of $10, which amount, it is testified, was deducted by 
the purchasers in settlement for the lumber. This pro- 
ceeding is brought to recover the amount of demurrage 
charges so collected. 

The record shows that the shipment arrived in Chi- 
cago over the lines of the Pennsylvania Co. It is con- 
tended by complainants that notice to the agents at Cin- 
cinnati and Chicago, as described, was sufficient notice 
of the desired change in delivery. The billing of the 
car by the initial line via Warsaw and the Pennsylvania 
Co. to Chicago was a compliance with shippers’ routing 
instructions, that being the reasonable and short route 
in connection with any of the Pennsylvania lines. 


The determination of this case turns upon the ques- 
tion of the sufficiency of the reconsigning instructions 
given by complainants. It cannot be held that complain- 
ants’ request of the agents of the Pittsburgh, Cincinnati, 
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Chicago & St. Louis Railway to notify A. J. Johnson & 
Sons Co. of the arrival of the car was notice to the 
Pennsylvania Co. The Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway is one of a group of railroads com- 
prising the Pennsylvania system, as is also the Pennsyl- 
vania Co. These roads are separately operated, file sep- 
arate reports and tariffs, and are shown in railroad pub- 
lications as distinct railway companies. Notice to the 
Pittsburgh, Cincinnati, Chicago & St. Louis is not notice 
to the Pennsylvania Co. 

The demurrage charges collected were in accordance 
with the tariff rules of the delivering line. There is no 
evidence that the charges exacted were unlawful, and 
we cannot find that defendants disregarded their legal 
obligations with respect to the matters involved. Repara- 
tion must, therefore, be denied, and the complaint will 
be dismissed. 


ENTERED PLEA OF GUILTY 


The Commission has announced that a plea of guilty 
was entered on May 8 at Norfolk, Va., to the indictment 
recently returned against the Jackson Lumber Co. and 
Ray West, as its shipping clerk, charging violation of 
section 10 of the Act to regulate commerce. The court 
immediately assessed a fine of $5,000 against the lumber 
company and another of $250 against the clerk. This 
case involved shipments of rough lumber from Whaley, 
Va., to Salisbury, Md., oa which it was the practice of 
the shipping clerk to underbill a certain percentage of 
the shipments. 





ARGUE STORAGE CHARGES 





Arguments were heard on Saturday morning in the 
matter of the complaint of the Chas. K. Parry & Co. vs. 
the Pennsylvania Railroad, Docket No. 5472, in which 
it was charged that the carrier named had assessed un- 
reasonable storage charges on a shipment of lumber after 
its arrival at Camden, N. J., during the time it was lying 
at that point awaiting disposition orders. The shipment 
moved from Shell Creek, Tenn., and on arrival was re- 
fused by the parties to whom it had been consigned, and 
this made it necessary to wait for disposition orders 
before the car could be delivered. The lumber remained 
in storage for nearly a year, and the Pennsylvania Co. 
assessed storage charges at the rate of $1 per day. The 
complainant asked that the charge should be not in excess 
of $2 per month, under a provision of the Pennsylvania 
tariff G. O. 3900, applicable at Philadelphia, and used 
for the purpose of attracting lumber traffic to that port. 

The carrier’s counsel, H. W. Biklé, sustained the 
charge made by the Pennsylvania on the ground that, 
inasmuch as the consignment of lumber was never re- 
fused by the consignee, they could not remove it to public 
storage, which they might have otherwise done at a charge 
of $12 to $15 per month, and, in the absence of any 
such refusal to accept and in the further absence of any 
instructions as to disposition of the lumber, the Penn- 
sylvania was compelled to store it at its own expense 
and in its own warehouse property at the Pavonia shops, 
Camden, and at that point they had to keep it for a year, 
using space which they could ill afford to give up to 
that purpose. They justify the charge of $1 per day under 
the following provision of their tariff G. O. I. C. C. No. 
8758: 
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“Coarse carload freight, such as * * *, rough 
lumber, * * * which is unduly delayed on account of 
refusal or which may be unclaimed or undelivered for 
any cause, May be unloaded from cars upon the prop- 
erty of the company when practicable, subject to a charge 
of * * * not * * * in excess of $1 per car per 
day.” 

They also seek to justify their refusal to extend the 
$2 per month privilege to Camden upon the plea that 
they have certain idle land in Philadelphia which they 
can use for such purposes, and that they have no such 
available property in Camden, and that nowhere else 
in the country are such unusually low storage charges 
made as at Philadelphia. 


ORDERS OF THE COMMISSION 





The Commission has announced the following orders: 

The Memphis Freight Bureau has been denied a peti- 
tion for a rehearing in its case against the St. Louis & 
San Francisco, No. 4062. 

Lindsay & Co. have also been denied their petition 
for a hearing in ‘the matter of their complaint against 
the Great Northern Railway et al., Docket No. 4283. 

For the second time the effective date of the Com- 
mission’s order has been extended in the matter of Docket 
No. 2900, Southwestern Shippers’ Traffic Association 
against the Atchison, Topeka & Santa Fe et al. By its 
order of June 6, 1912, the order was to have become effect- 
ive September 1; it was afterward so modified to become 
effective May 1, of the present year, and it has now been 
further extended to August 1. . 

On the request of the complainant, the Paducah Box 
& Basket Co., in its complaint against the Illinois Cen- 
tral, No. 5196, the Commission has annulled and set aside 
its order of April 8, and has ordered the case to be re- 
opened for further hearings. 

A petition for rehearing has been denied to the High- 
land Park Manufacturing Co. in its complaint against 
the Southern Railway Co. Docket No. 4581. 


CINCINNATI MEETING POSTPONED. 

On account of the strike of employes of the Cincin- 
nati Traction Co., which has effectually tied up all of the 
cars in the city, it has been thought best to postpone the 
regular monthly meeting of the Traffic Branch of the 
Chamber of Commerce which was scheduled for May 12. 
If the local transportation service is renewed by that 
time the meeting will be held on May 26 and arrange- 
ments will be made for the address by Commissioner 
Gothlin as originally planned and as noted in THE TRAFFIC 
WORLD of May 3. 








FINED FOR FALSE BILLING. 

The Huntingdon & Broad Top Railroad & Coal Co. 
on May 9 pleaded guilty to violating section 20 of the 
Act to regulate commerce, in that it made a false entry 
upon a card billing, covering shipments of coal being 
shipped in interstate commerce. The court assessed a 
a fine of $500. 


DENIES EARLY BOX HEARING. 

The Commission to-day denied petition for early 
hearing of oral argument in the case of Pridham Co. vs. 
Southern Pacific Co. et al., Docket No. 5273. This case 
will be set down for oral argument some time in October. 
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Government $50,000,000 for Alaskan Railway 


Bill Before Congress Which Needs Careful Attention of Shippers and Railway Interests as Initial 
Step in Government Ownership 


Shall the United States become an actual owner of 
railroads, and the President of the United States an 
actual operating head of a railway many thousand miles 
distant? Shall the government of this country, in the 
midst of its development of regulation and in the face 
of lack of success of the state ownership policy in Aus- 
tralia and Europe, now take the initial step in the gov- 
ernment ownership of railways? Shall this initial step 
be taken in a section remote from the capital and center 
of population and of traffic and involving a first expen- 
diture of $50,000,000 in a manner which will be destruct- 
ive of capital already invested? 

These are some of the questions raised by the Cham- 
berlain bill, S 48, and other bills of similar purport 
(S 133, H. R. 1739, 1805, 1806, 2145) now being heard by 
Congress. The bill introduced by Senator Chamberlain 
of Oregon is now before the Senate Committee on Ter- 
ritories. The bill provides “to authorize the President of 
the United States to construct and operate railroads in the 
Territory of Alaska.” So far it seems to have been kept in 
such obscurity as to have received little attention from rail- 
way officials and shippers, who have the greatest inter- 
est in the measure. Another feature of policy involved 
in the present bill, and a vicious one, is brought out 
forcibly in.a statement made by O. L. Dickeson, presi- 
dent of the White Pass & Yukon Route, in Alaska, im- 
mediately after returning from Washington, where he 
had appeared before the Senate Committee considering 
this bill. He said: 

“The legislation as proposed, to our minds, is most 
dangerous, and its effects cannot help but be far reach- 
ing, not in Alaska, but in other quarters, for the reason 
that the practical effect of it is to extend and thereby 
enhance the value of one privately owned line, to the 
exclusion, or, to put it more forcibly, the practical ex- 
termination of every other constructed or partially con- 
structed line in- Alaska, and the government will have 
thus placed themselves in competition with private cap- 
ital, making it wholly impossible for the present railroads 
to do business at a profit, meaning bankruptcy.” 

He points out that the coal fields are still locked up 
under the order issued by President Roosevelt, and no 
way has been found by the Taft or present administra- 
tion to open them, but they are considering the appro- 
priation of $50,000,000 for the construction of railroads 
which can only secure traffic, in the absence of the coal 
mines being opened up, by taking the business away 
from the present privately owned transportation lines 
operating there. 

Mr. Dickeson says: 

“Our company has operated a through line to the 
interior for fifteen years, and we are physically equipped 
to handle ten times the present Alaskan traffic handled 
by all lines without increasing our investment a single 
dollar for new facilities, yet the government proposes 
to appropriate this large sum of the people’s money to 
enter into competition for the small traffic that we do 
control. 

“If the legislation as framed passes Congress it 
establishes a very far-reaching, and, to my mind, a dan- 
‘gerous, precedent in that if the government has a right 
to do this in Alaska they certainly have the same right 


in the United States, and it naturally causes railroad men 
to turn over in their minds the question as to whether 
or not this marks the beginning of government owner- 
ship.” 

In his testimony before the Senate committee Mr. 
Dickeson brought out that Close Brothers & Co. of London 
and Chicago, whom he represents, built the White Pass 
& Yukon route at a total investment of $12,500,000. 
“The total tonnage to divide among all the transporta- 
tion systems of Alaska to-day operating via the interior 
route and via the ocean route is 40,000 tons. There are 
43 river boats on the Yukon River lying idle to-day (rep- 
resenting a very large investment) for the want of 
tonnage to handle. We have undertaken to assist enter- 
prise along our line by a material reduction in rates, 
which we are prepared to show by our records. Year 
by year the trend of rates has been downward. It has 
resulted in nothing but depleting our revenue. The average 
earning capacity of our railroad from its inception down 
to date has been 3% per cent for the 12 years, and 1 
per cent for the last two years. If the government 
should extend its line to Fairbanks it would deprive us 
immediately of 33 1-3 per cent of the traffic which we now 
control, which means that we could not operate except 
at a loss. I do not know of any place that I could go 
in the United States or in England and borrow money 
to run a railway in Alaska, for I must say in advance 
that there would be no return on that investment.” 


Could Not Compete With Government. 


The Chairman: “May I ask you why there would 
be no return on the investment?” 
Mr. Dickeson: “If the government builds a railroad 


paralleling us, we simply could not compete with the 
government railroad.” 


The Chairman: “You do not mean to say that a rail- 
road would not pay in Alaska?” 
Mr. Dickeson: “I do not mean to say that. I mean 


to say this, that if a line is constructed as proposed by 
this commission in competition with our property we sim- 
ply could not earn bond interest and operating expenses.” 

Senator Jones: “That would be true if constructed 
by private parties as well?’ i 

Mr. Dickeson: “Absolutely, but we would not have 
the same objection. We could not have.” 

Mr. Dickeson further argued that the government in 
considering some way to open up Alaska is proceeding 
along the lines of helping private capital on the one 
hand, and depriving private capital on the other. “To illus- 
trate what is meant by this, the commission’s report is 
complete in that it covers the ground. It excludes all 
possible through routes from consideration except the 
Copper River and Northwestern Railway—the Guggenheim 
line. While I do not for one moment question the pur- 
pose of this report, a better effort to dispose of the Gug- 
genheim line to the government could not have been 
made, had that been the primary object. Now, our 
position clearly defined is this: That we desire to see 
progress and development in Alaska. If this is to be 
brought about by government purchase and extension of 
railroads, we believe the government should not buy up 
one property and thereby run the others into bankruptcy, 
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but it should purchase all the remaining railroads and 
handle the transportation question outright. We would 
be very glad to sell our railroad to the government under 
such a general scheme (if they are going into competi- 
tion with us) at a price where we wouid get our money 
back. That is, the actual investment.” 

In a letter written to Hon. Key Pittman, chairman, 
committee on territories, Washington, atfer his appear- 
ance before that body, Mr. Dickeson refers to the rec- 
ommendation of President Taft when this matter was 
first reported on by the commission. President Taft said: 

“If the new railways recommended should be con- 
structed by the government, the question is necessarily 
presented as to whether the government should acquire 
the whole or any part of the existing lines.” 

The way in which this opens up the large question 
of government ownership is brought out strikingly in 
the following paragraph from the same letter: 


Opens Up General Question of Government Ownership. 

“If they build this railroad there is only one way 
the government can avoid the question of confiscation of 
private capital, and that is to find some general scheme 
which is acceptable to all concerned to purchase outright, 
control and operate all other existing lines. It seems 
to me the government’s consideration of this question 
is of the gravest importance and its effects are far-reach- 
ing, as it opens up many important problems to be solved 
which, when once entered into, must be enlarged upon 
in various directions, because, as a practical physical mat- 
ter, the government cannot undertake to finance, control, 
lease or operate railroads and handle them on any different 
basis than they are handled to-day under the guidance of 
those intrusted with private capital.” 

He also emphasizes his view that the condition that 
the United States government is giving consideration to 
the matter of constructing and operating railways in 
Alaska is having a very far-reaching effect in financial 
circles. Very large sums of money invested in many rail- 
roads in the United States and Canada come from Eng- 
land. ‘It is natural that foreign investors especially should 
take the attitude of declining to put up any money for 
such enterprises until the quetsion is finally and definitely 
settled. 


BLOCK SIGNAL STATEMENT 


The Interstate Commerce Commission has compiled, 
and will publish in the near future, a bulletin showing 
the miles of railroad in the United States on which the 
block signal system was in use on Jan. 1, 1913. This 
bulletin also contains tables showing the kinds of auto- 
matic signals used and the methods and apparatus em- 
ployed with the manual block system. 


The total length of road in the United States oper- 
ated by the block system on Jan. 1, 1913, was 83,949.8 
miles. Of this total, 22,218.8 miles were automatic and 
61,731 miles were manual. Comparing the figures con- 
tained in this bulletin with the figures contained in the 
corresponding bulletin for Jan. 1, 1912, which was com- 
piled by the Block Signal and Train Control Board, it 
appears that during 1912 there was an increase of 1,883.9 
miles in the length of road operated by the automatic 
block system, and an increase of 5,656.2 miles in the 
length of road operated by the manual block system, or 
a total increase for the year of 7,540.1 miles of railroad 
operated under the block system. 








Vol. XI, No. 29 


The bulletin contains tables showing the mileage on 
which alternating current electric circuits were used for 
controlling and operating block signals, the extent of the 
use of three-position and upper quadrant automatic sig- 
nals, and the use of the overlap with automatic signals. 

In connection with these block signal statistics, a 
table is published showing the miles of railroad on which 
train orders were tiansmitted by telegraph and by tele- 
phone. 


FLAGMAN FAILED 





Chief Inspector Belknap has made reports on the rear 
end collision of two passenger trains on the Pennsylvania 
lines west of Pittsburgh, near Dresden, O., on December 3, 
1912, in which nine passengers and two employes were 
killed. The direct cause of this accident was the inability 
of the flagman to get back a distance sufficient to protect 
his train, coupled with his failure to use every means at 
his disposal to stop the train that was following his own. 

Mr. Belknap has also reported on the rear-end col- 
lision of two freight trains on the Pan Handle near Bow- 
erstown, O., December 13, 1912, which resulted in the death 
of one employe. The direct cause of this accident was the 
failure of the tower man involved to give a caution indica- 
tion at the distant signal to the extra freight No, 8188. 
However, says the report, he observed the rules and is 
subject to criticism only for exercising bad judgment. In 
addition the report says his tower is badly located, 


MERCHANTS’ ASSOCIATION MOVES 


The Merchants’ Association of New York has moved 
into its new headquarters in the Woolworth Building, 233- 
Broadway, its old quarters at 54-60 Lafayette Street hav- 
ing been outgrown. The new headquarters occupy the 
greater part of the ninth floor of the Woolworth Building, 
and they afford ample accommodations for the many 
activities of the association. 

Organized in 1898, concurrently with the creation of 
Greater New York, the association has grown until it 
now has upward of 3,300 members. Among them are 
numbered not only leading merchants and manufacturers 
of the city, but also the representative firms, corporations 
and individuals in practically every field of business and 
professional life in the five boroughs. The new head- 
quarters contain a large assembly room for meetings of 
the members, a reference library, and separate rooms 
for the officers and directors, and for the Industrial, Traf- 
fic, Publicity, Membership and Convention bureaus, which 
have recently been organized by the association. 


SOUTH DAKOTA COMMISSION. 


New construction reported to the South Dakota 
Board of Railway Commissioners at its last meting was 
as follows: New C. & N. W. depot at Sturgis; new 
station house on C., M. & St. P. Ry. at Dante; loading 
and unloading platform ordered to be installed by C. & 
N, W. Ry. at Dell Rapids; also by C., M. & St. P. Ry. 
Co. at Freeman. C. & N. W. Ry. Co. was ordered to 
construct an unloading platform at Dallas. The Sioux 
Falls Commercial Club filed a petition concerning the 
sleeper rates between that city and St. Paul and Minne- 
apolis. P. W. Dougherty, assistant attorney-general, de- 
livered an opinion construing the anti-pass law with 
relation to certain classes of telephone service. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“enn einer fir cin Blatt geschrieben hat, 


FILING TARIFFS 





Editor THe TRAFFIC WORLD: 

Anent filing tariffs properly after they are received 
from the carrier, let me call attention to a few facts 
bearing on this phase of traffic detail. Two billion dol- 
lars are spent annually for interstate traffic. Of that 
amount one hundred millions are lost by the shipper 
through ignorance of rate schedules and the principles 
underlying freight transportation. Tariffs must be kept 
on file, not only to ascertain correct ratings, but to 
understand the rules and regulations governing the tariffs 
and to understand the basic principles on which all in- 
terstate traffic moves. 

How can we expect the carriers to protect both ends 
of the game—ours and theirs? Is it fair to expect them 
to take our shipments, route them, safegtard them, bill 
correctly for the service and relieve us of all responsi- 
bility in the premises? We ought to know the rates 
under which our shipments travel. We ought to note 
the specified rate on the bill of lading, as well as specify 
routing and quote our tariff authority for such instructions, 
which can all be gathered from the rate schedules. 

The law requires this. The Act to regulate com- 
merce tells us in plain language that we are required 
to furnish just this information on every shipment we 
send out. The Interstate Commerce Commission tells 
the shipper very clearly and pointedly that the carriers 
have been required to furnish the rate schedules for the 
shipper’s guidance and that it is up to them (the shippers) 
to understand these schedules and be governed accord- 
ingly. The Act to regulate commerce was formulated 
for the protection of carrier and shipper alike, and it 
is held that ignorance of the provisions and ‘requirements 
of the act do not absolve from the consequences of lack 
of knowledge. 

Study of this particular law, Bulletin 18-A, published 
by the Interstate Commerce Commission, and a knowl- 
edge of the rules and regulations applying on freight 
movements will equip the shipper to handle his end of 
the deal intelligently and advantageously. He is then 
master of the situation and is not only perfecting the 
service he exacts from the carrier, but is ably assisting 
the carrier to perform the work *more expeditiously and 
with greater accuracy. 

Rate schedules are invaluable to the shipper and 
should be filed with as careful a view to convenience, 
simplicity and systematic arrangement as the records of 
any other branch of business. 

They should be filed so as to bring the essential in- 
formation a rate man needs prominently before him, sub- 
divided so that it is not necessary to touch any schedule 
in the file other than the one required. They should be 
clean and convenient to handle, unhampered by fasteners, 
torn fly leaves or unsanitary features, and instantly ac- 
cessible to the traffic manager, rate man, or others in 


so wird er ein guter Freund des Blattes.” 


the office without reference to an index or other elab- 
orate detail. 

This goes for fast and accurate work. It also re- 
duces the cost of handling traffic matters and equips the 
rate man to accomplish more in a given time. It elimi- 
nates that annoying quantity—a one-man file. It is a 
poor system that is not as an open book to all and as 
easily understood by anyone, totally unfamiliar with a 
tariff, as it is by the experienced rate man. 


The perfect system of filing freight tariffs is that 
one which arranges the schedules so as to display promi- 
nently the information necessary to the rate man, viz., 
the G. F. D. number, the “Application,” the initial of the 
carrier issuing, and the permanent file number. These 
are the essentials in handling freight or passenger rate 
schedules in routing, checking and quoting rates or as 
a reference file. This information should be in plain 
sight, obtained without indexing or elaborate detail. The 
system that gives this information, which reduces the 
detail and is self-indexing, must necessarily be the ideal 
method for use in a traffic department. 


Too much of the time of a rate man is now taken 
up in getting hold of the particular tariff needed. Most 
methods are hampered by stress of detail, many sched- 
ules have to be handled in the search for the one in 
question, reference must be had to an index to locate 
the tariff in the file, or congested conditions preclude 
quick and convenient handling. How much simpler, then, 
is the method which allows of the one particular tariff 
needed being abstracted from the file without handling 
any other, which reveals at a glance each and every 
tariff in the file, which subdivides them according to 
the particular requirements of the traffic department 
and which preserves them in clean, unmutilated condi- 
tion, self-indexed and accessible to anyone. 


The proof of a tariff filing system is its conformity 
to all conditions and its adaptability to meet the require- 
ments of each and every traffic department. There are 
not many rate files which are understood by any other 
than the one rate man, but there are many traffic officials 
to whom it were a boon if they were able personally to 
consult the rate file without discomfort when the sub- 
ordinate is away. 

H. A. C. Taylor, T. M., Shaw-Walker Co., Muskegon, Mich. 

Chicago, May 13, 1913. 





ALLOWS INTERVENTION. 


An order has been issued permitting Swift & Co. to 
become interveners in the matter of the complaint of 
Geo. A. Hormel & Co. against the Chicago, Milwaukee 
& St. Paul Railway et al., in Docket No. 4817, and by 
a further clause of the order the Chicago, Burling- 
ton & Quincy; Chicago & Northwestern; Chicago, Rock 
Island & Pacific; Minneapolis, St. Paul & Sault Ste. Marie, 
and the Chicago, St. Paul, Minneapolis & Omaha are 
made additional parties defendant in the case. 
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TRANSPORTATION AND CITY PLANNING 


BY MILO R. MALTSBIE, 
Member New York Public Service Commission, First 
District.* 





There is competition between cities, and the one 
which has the best transportation facilities by land and 
water is ordinarily the one which increases most rapidly 
in population and is the largest center of trade, industry 
and commerce. The city which has the cheapest, most 
rapid and most convenient transportation facilities for 
communication between its various parts is the city, other 
things being equal, which has the most productive and 
healthful citizenship. 

Attractive housing schemes may be planned and their 
advantages widely advertised; a fine system of parks, 
beautiful streets, adequate systems for water supply, light- 
ing and sewerage, beautiful school buildings, libraries and 
every other social advantage may be provided; but people 
will not and cannot live there, no matter how beautiful 
and attractive the scheme, unless they are served with 
cheap and rapid transportation. Thus, when one exam- 
ines the map of any large city, he notes that population 
has followed transportation lines and that along these 
radia] lines there are the ganglia which center at railroad 
stations. Between these radial lines, there are areas 
which are comparatively unoccupied and which, as the 
crow flies, are nearer the center of population than the 
settled areas along the railroads. 

It seems to have been taken for granted frequently 
that one may plan a city and then depend upon trans- 
portation experts to provide transit facilities that differ- 
ent areas can be set aside for factories, shops, theaters, 
offices, residences, parks, etc., and that then some sort 
of transportation system can be evolved to fit the neces- 
sities of the plan. But if conscious city planning is to 
be substituted for accident and haphazard development, 
the two things must go hand in hand, that is, trans 
portation facilities must be considered at the same time 
that other factors are under discussion. 


The Value of Straight Streets. 


There is a marked tendency among city planners 
to use curved streets and broken streets—streets that 
constantly change their direction. From an artistic stand- 
point, these plans are often very successful, and the 
treatment of the long straight street is a difficult matter, 
but the old epigrammatic statement that the curved line 
is for pleasure and the straight line for business, holds 
true to-day. Curves reduce speed; reduced speed means 
increased time in transit; an increase in time means a 
reduction in the area which can be served, which in turn 
is a cause of congestion. 


The main arteries of traffic should be straight, or 
as nearly straight as the topography of the city will per 
mit. But it is not necessary that the entire city be 
checkerboarded. In residential areas between main lines 
of traffic, there is ample room for exercise of ingenuity 
in geometrical combinations which may be beautiful and 
attractive, but these areas ought not be planted where 
they will interfere with the extension of through trans- 
portation lines. 


*Abstract of an address before the City Planning Confer- 
ence, Chicago, May 8, 1913. 
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Transportation and Height of Buildings. 
Foreign cities have generally recognized the principle 
that the height of buildings must have some relation to 
the width of streets. But the relation between trans- 
portation and height of buildings has been little con- 
sidered. It is obvious, however, that as buildings increase 
in height, the demand for transportation increases. In 
the lower part of Manhattan, unless additional streets 
are to be cut through at enormous expense, it will be 
necessary to limit the height of buildings and diffuse 
congestion, or to construct subways on lower levels. In 
addition, provision must be made for the transportation 
of materials, and even now it is apparent that if they 
are to be handled economically, some provision must be 
made other than the one in use, viz., distribution by 
truck from distant freight terminals. If freight subways 
are to be built, they must be located below the passenger 
subways, which will place them further below the street 

surface, with all of the attendant inconveniences, 


Correlation of Facilities. 


The correlation’ of the various facilities for trans- 
portation of passengers is probably the most important, 
and perhaps the most difficult, phase of the problem. 
The location of terminals and lines devoted exclusivels 
to interurban traffic is not especially difficult, but prac- 
tically every railroad does a suburban business, and in 
some cases it carries a large percentage of the population 
of the city itself. So far as railroads do a suburban and 
urban business, it is essential that in every city plan 
provision shall be made for the location of stations at 
convenient points, and these locations ought to be selected 
with great care. 

In this connection there are several principles of 
considerable importance. In the first place, terminals 
should be eliminated so far as possible. They are costly 
to acquire, expensive to maintain and increase rather 
than decrease congestion. So far as possible, the lines 
should be operated through a city and not terminate 
therein. 

Transportation of Property. 

The cost of living, so far as it is affected by‘ the 
cost of food products, is to a considerable extent a prob 
lem of transportation. If the means of transporting raw 
material to the factory and manufactured goods from the 
factory to the consumer are inadequate, expensive and 
slow, the cost of the product will naturally reflect these 
conditions. 

It is essential, therefore, that in every plan of city 
development provision should be made for a prompt and 
cheap method of distribution. Thus far the railroads and 
steamship companies have assumed that their function 
ended with the provision of termina] facilities somewhere 
within the boundaries of the city. Not infrequently these 
terminals are located upon the periphery of the city and 
usually considerably removed from the consumer and 
the factory, so that products have to be transshipped and 
hauled long distances by wagon or motor truck. Doubt- 
less this is a fairly satisfactory method in a small city 
where the terminals are not far from any part of the 
city, but in metropolitan centers such a plan is quite 
unsatisfactory. 

The maintenance of terminals in the heart of the 
city is very expensive, but thus far sufficient considera- 
tion has not been given to the correlation of various fac- 
tors. The yards are commonly large areas where only 
the surface is utilized. No use is made of the space 
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either above or below the tracks, and seldom has any 
attempt been made to bring warehouses and factories 
into close proximity. There are a few instances where 
attempt has been made to reduce the cost and loss of 
time in the transportation of property from terminals to 
factory and warehouse, and successfully, too, but these 
scattered instances are so few that they have not yet 
had a far-reaching effect. However, the movement must 
be in this direction; the location of factories, warehouses 
and shops where they are not directly connected with 
water and rail transportation is uneconomic and wasteful. 

The distribution of food products represents a some- 
what different problem. These must go to every home, 
and consequently the facilities for distribution must reach 
every part of the city. In this connection the country 
trolley and the city street car line have not been fully 
utilized. During the night time and early morning hours 
these lines are practically unused. The cost of operating 
cars at these times would entail practically no fixed 
charge and the operating expenses would be small. If 
the country trolley roads should establish collection points 
at short intervals, and if the products could be brought 
into the very heart of the city and distributed in the 
early morning hours, a very valuable and useful service 
would be performed. The street car systems could also 
be used for the distribution of property from railroad 
centers, and thus connections established with the more 
remote districts tributary to every large city. Even the 
rapid transit lines might be utilized if found necessary 
during the night hours. From midnight till morning 
nearly every transportation facility is either out of use 
or very little used, and yet during that time an immense 
amount of property could be transported quickly and 
easily without interference with the passenger traffic. 

In the very largest cities it will probably be necessary 
within the near future to provide special means for freight 
transportation. The situation has almost reached this 
state in New York City, and propositions have already 
been made for the construction of subways and elevated 
lines for the distribution of property. It is proposed to 
break up carload lots at some point outside the city, such 
as the. Jersey Meadows, in New Jersey, and northern 
Manhattan and the Bronx, and to run small cars right 
into thé congested portions of Manhattan, extending the 
system as necessary. Of course such a plan is very ex- 
pensive and cannot be made successful except where 
there is an enormous traffic and where the cost of trans- 
portation by wagon is expensive. It is evident, however, 
that within a comparatively short time something must 
be done to solve the problem in the lower part of Man- 
hattan. 


VACATES ORDER. 

The Commission has vacated and set aside its order 
of Mareh 5, in the case of the United States of America 
vs. Wharton & Northern Pacific Railroad Co. et al., 
Docket No. 4777, so as to extend the effective date from 
May 15 to July 1; its provisions have also been changed 
so that it now applies to “smokeless powder for cannon,” 
whereas in the original order it only applied to “‘smoke- 
less powder,” without any reference to the use to which 
it is to be put. The rates applied are first class in car- 
loads and double first class on L. C. L. shipments in 
Official Classification territory lying east of the Mis- 
sissippi -and north of the Ohio and Potomac rivers, and 
the rates named are to remain in effect for a period of 
not less than two years from July 1 next. 
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INTERURBAN FREIGHT BUSINESS 


Traffic Manager of Interuban Line Outlines Pos- 
sibilities of Freight Transportation 
by Electric Railways 





At a recent meeting of the Central Electric Railway 
Association, C. O. Sullivan, traffic manager Western Ohio 
Railroad, presented an interesting and valuable paper 
indicating the extent to which electric lines are entering 
the freight transport field in the middle West and point- 
ing out lines for the further extension of the business. 
The substance of the paper follows: 

The subject assigned represents that class of freight 
that is handled over two or more lines, and in time, with 
proper development and attention, will make the most 
profitable class of business that is handled by the inter- 
urban lines, but this development will depend largely on 
the interurban lines broadening out and being equipped 
with heavier motors, plenty of cars and longer sidings so 
located as to facilitate loading and unloading, the building 
of tracks into industries and securing the location of indus- 
tries along and on the lines. This class of freight busi- 
ness is today in its infancy on the interurban lines, but 
there is vast room for development, and this is the one 
class that must be developed if we would hope to con- 
tinue to show increases and have a surplus at the end 
of the years to come. 

In the early days of interurban railways the freight 
business was not thought of as being a big source of 
revenue, and even to-day there are lines that are still 
under this impression and handle no freight at all, depend- 
ing entirely on the passenger and express business for 
their income. 

The interurban lines were built a few short years 
ago with the thought of handling passengers only, but 
after a few years this class of business had been developed, 
in their local territory, to such an extent that it was 
not showing the necessary increase, and it was then they 
began to cast around for other classes of business that 
would produce the desired results. 

It occurred to the operators at this time that small 
packages of merchandise might be handled to increase the 
earnings. This class of freight was handled for a time 
on passenger cars with good results; but after the mer- 
chant and shipper became acquainted with the fact that 
they could telephone in the morning and have their sup- 
plies in the afternoon, or within a few hours after ordering, 
the freight business began to develop, unsolicited, to such 
an extent that it could no longer be handled on passenger 
cars. The operators then saw the necessity of putting on 
freight cars to handle this class of freight business, which 
consisted of short hauls or local freight business, and 
freight cars were accordingly started, in most places 
making one round trip each weekday between the ter- 
minals of their local lines. 

Realizing that the freight business was profitable, the 
interurban companies then decided to develop it further 
by putting solicitors in the field, and through their efforts 
the local freight business has grown to such proportions 
that to-day it requires two or three local freight trains 
each day to take care of this class of business. At this 
time the interurban railways are handling a large per- 
centage—I think I am safe in saying they handle the 
greater part—of the local freight handled in interurban 
territory, and this has been made possible by the prompt 
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delivery which has done much to develop this class of 
business. 

With the development of the local freight business 
through solicitation, it was shown that there were great 
possibilities of still further increases in the revenue of 
the lines in the long haul or interline freight business. 
This fact was brought out by numerous inquiries made 
to our solicitors for rates to and from points off their 
respective lines. Acting on this suggestion, through rates 
and routes were established, and to-day, with but few 
exceptions, C. E. T. A. territory is covered by through 
rates and shipments can be made to and from almost any 
point in this territory on through rates the basis of which 
is the same as on the steam lines. We have been unable, 
however, to establish through rates to some of the terri- 
tory served by interurbans, but we hope the day is not 
far distant when such rates will be established, extending 
into the states of Pennsylvania, New York, Michigan and 
Illinois as well. If, however, the interurban lines inter- 
ested are unwilling to establish such rates, I think the 
fact will probably be referred to the commission, which 
will order such through rates established, as at this time 
the shippers are demanding through rates via the interur- 
ban lines on account of the prompt service, and in many 
instances express themselves as willing to pay a rate 
even higher than that established by steam lines, though, 
of course, not so high as express rates, on account of 
the superior service of interurban lines. 


The development of interline freight business, less- 
carload, has been such that to-day freight is being inter- 
changed at junction points by car loads instead of a few 
packages as was the condition a few years ago. 


On many 
of the lines the interline freight business handled is far in 
excess of the local freight, and with this class of business 
in its infancy it surely will be developed to such an 
extent as to require trains instead of single cars to handle 
it. Even to-day many of the lines that formerly operated 
with a single car now find it necessary to handle two or 
more trailers to take care of the interline freight. In 
many instances through cars are operated from one large 
terminal to another over two or more lines which do not 
handle any local freight at all but are loaded entirely with 
interline freight. In this connection I might mention the 
through service that is operated between Toledo and Fort 
Wayne. These cars are operated for the benefit of long 
haul or interline freight only from Toledo to Indiana 
points and make no local stops en route, the distance 
being 137 miles. There is also the through operation 
between Toledo and Dayton and Dayton and Toledo, a 
distance of 162 miles, operating over three lines en route. 
These cars are operated for interline freight only and 
do not handle any local freight en route. They leave 
Toledo and Dayton at 6 p. m. and arrive at the opposite 
terminals early the following morning, distributing freight 
at the larger stations en route except on the originating 
line. This business has developed to such an extent that 
it now requires two-car trains in each direction to handle 
the interline freight, and if it continues to maintain the 
present increase it will require three cars with the open- 
ing of the spring business. Another service of this kind 
is operated between Indianapolis and South Bend, a dis- 
tance of 163 miles. This service is also operated over 
three lines. 


The through cars between Indianapolis and Fort 


Wayne constituted, I believe, the first through interline 
service to be inaugurated by interurban lines, and my 


TRAFFIC WORLD 


Vol. XI, No. 20 


understanding is that it has been very profiitable and has 
done much toward increasing the interline freight busi- 
ness between these points. 

The development of the less-car-load interline freigh1 
business has brought with it the interline car-load bus!- 
ness. This I believe is the class that should have par- 
ticular attention and development, as it is the most profit- 
able. We receive a higher rates on the less-car-load 
freight, but we are at the expense of numerous handlings, 
which bring with them the possibility of loss and damage 
claims, causing dissatisfaction to shipper and receiver, 
while with the carload business the cars are loaded by 
the consignor, unloaded by the consignee and the o: 
expense is in the transportation. As this class of freight 
is handled in box or trail cars behind our regular freight 
motors, this cost is’ very small. 

Car-load freight business has been greatly retarded 
for various reasons, the most important of which is the 
lack of standardization of equipment. Especially is this 
true with respect to the drawbars generally used. 

The trouble we have been confronted with in the past 
was the fact that all cars would not interchange, some 
lines having one equipment, some another, and in some 
instances car-load business which could have been secured 
was of necessity refused because the delivering or imme- 
diate carrier was unable to handle the cars of the initial 
lines owing to differences in equipment. 

To-day these conditions liave been corrected on most 
lines, but there are lines still in this condition of being 
unable to interchange their cars with those of foreign 
lines. If the interurban lines expect to continue the devel- 
opment that has been started, this condition will have to 
be eliminated in all cases, as with the development it 
will be necessary for cars to be so equipped that they 
can go to any place in C. E. T. A. territory. If different 
equipments were used on steam railroad cars, it would 
result in the costly transfer of loads at junction points, a 
condition which a shipper tries to avoid, as he wants his 
freight handled as little as possible. It would also cause 
delay to shipments and would be the means of great loss 
of business on this account. I say again this condition 
must be corrected if we expect to increase our interline 
car-load freight business. 


An agent or a freight solicitor is greatly handicapped 
in securing new business owing to this condition. He 
should be in such a position, that when he secures loading 
for any distant point he can be sure that any available 
car can be loaded and can be interchanged at any junction 
regardless of how many roads it may be necessary for 
the shipment to travel over. 


Through the foresight of some lines which have 
equipped with standard drawbars, I know of car-load 
shipments that are moving over the interurban lines for 
350 to 400 miles, and in this distance they travel over 
three or four lines. These shipments are secured to the 
interurban lines because of the fact that much better 
time can be made than by steam railroads. 

This is an important factor when shippers are routing 
their car loads, as has been demonstrated by the numerous 
fast freight lines that operate over the steam lines. For 
this service the shipper is willing to pay a higher rate 
in order to get his commodity on the market at the first 
possible moment. 

While the C. E. T. A. territory is but a drop in the 
bucket as compared with the steam line territory for 
interline business, it is nevertheless true that shippers 
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who were formerly at the mercy of the steam lines to 
move their freight now appreciate the fact that the inter- 
urban lines are here to stay and are able to give them 
equally good, if not faster, service at rates in most 
instances on the same basis. This unfortunately was a 
mistake, made when the rates were first put into effect 
on interurban lines, as the superior service of interurban 
lines is as much entitled to a higher rate as is the fast 
freight service operated over steam lines. As _ stated 
before, this we know to be true from the fact that many 
shippers, in their efforts to have through rates established 
over the interurban lines to points which are not now 
reached, have in fact expressed themselves as willing to 
pay a rate 15 per cent to 20 per cent higher than the 
regularly established rates on steam lines, in order to get 
fast and prompt movement of their freight. 


Another condition that has greatly retarded the devel- 
opment of interline freight business is the fact that at 
many places there are no sidings suitable for loading and 
unloading. In other places where there are sidings these 
are not long enough to accommodate more than one car 
and cannot be blocked with a car for loading or unloading, 
as it might be necessary to use the sidings for passing 
trains. This is a very important factor in the develop- 
ment of interline freight business. It should have due 
attention and suitable sidings should be provided. 

An instance of this kind with which the writer is 
familiar was where a car-load shipment was made to a 
foreign line and, arriving at its destination, was set off 
on a siding at that point. The siding not being suitable 
for unloading, it was necessary for the consignee to 
unload from a siding about three miles in the country, 
which was the available unloading siding closest to the 
town. This caused the consignee extra expense to haul 
the shipment to his place of business in the city and he 
demanded reimbursement from the originating carrier. 
As you can see, this is another condition that will have to 
be corrected before we can successfully develop along the 
line of interline car-Joad business. 


Among other things which have retarded this develop 
ment of interline freight business have been the different 
rules and exceptions in effect, and it is only recently that 
there has been any uniformity in this respect. For this 
reason an agent before accepting a shipment had to 
familiarize himself with the rules and exceptions to the 
official classification governing the movement over pos- 
sibly one or more foreign lines. This trouble has, how- 
ever, been overcome, and on March 8 a uniform exception 
to the official classification will become effective, which 
will govern the movement over all lines, members of the 
C. E. T. A., alike. 

Another feature which was made effective Sept. 1, 
1912, and will greatly assist along the line of development 
of interline freight business was the adoption by about 
two-thirds of the member lines of a system of through 
billing for interline freight. Formerly a shipment had to 
be rebilled at various junction points, which made the 
junction agent’s work very heavy, but with the new 
form of billing the shipment is billed at the originating 
point and this bill accompanies the shipment through to 
destination. This will eliminate any possibility of the 
shipment being billed wrongly at junction points, thereby 
doing away with possibilities of overs and shorts. It will 
not only relieve the agent of the rebilling but also of 
the junction settlements, as the latter will now be made 
through the auditor’s office. In fact, this will do away 
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with a volume of work for junction agents, giving them 
more time to attend to other duties, such as seeing that 
all shipments received are properly weighed, correctly 
classified and rated, thereby insuring for the lines all 
revenue justly due. 

In addition to our solicitors, it is necessary for our 
agents to keep their eyes open for all new business or 
anything that is getting away from us and keep the traf- 
fic department advised of all things of this nature and in 
making his daily, weekly or monthly collections to do 
his best to secure more business. It can be readily seen 
that in relieving our agents of this routine work they gain 
more time to increase the business at their respective 
stations. ; 

Each solicitor should watch his territory for ship- 
ments that arrive by other than interurban routes and try, 
if possible, to secure routing from the consignee for the 
next shipment; but if the shipment is routed by the con- 
signor, so advise the traffic man at the originating point 
and he may be able to secure the future shipments. By 
working together much good can be accomplished and 
the interline freight business be greatly increased. 


One of the greatest difficulties which we encounter 
to-day in securing interline car-load business for the inter- 
urban lines is the fact that many of the industries along 
our lines have steam railroad tracks into their places of 
business for loading and receiving car-load freight. We 
find many cases where the consignee desires his freight 
routed for interurban line delivery, but the shipper objects 
to hauling freight from his warehouse to the interurban 
lines when it can be loaded from the warehouse into the 
steam-line car with one handling. In order to overcome 
this, it will be necessary for the interurban lines to 
develop in this respect by getting factories, elevators and 
other industries located on their lines, and also by build- 
ing industrial or factory tracks into plants already in 
operation. This will insure at least a part, if not all, of 
the inbound and outbound business of the plant, and if 
this cannot be handled to destination by interurban lines, 
it may be possfble to arrange delivery through steam lines 
from junction points. 

In many instances the factories in the towns and 
cities along the interurban lines are not served with a 
steam line track into their place of business, but are 
forced of necessity to haul their material to and from the 
railroad. These are the places at which we should get 
a foothold and, if possible, build tracks to them. With it 
made possible for them to load directly into your cars 
at their place of business, you are sure of a nice increase 
in tonnage, and if it is necessary to handle it in connec- 
tion with some steam railroad, this will bring you closer 
to an interchange with the steam lines. Through this 
method you will be able to deliver and route business 
via the steam line that it could not otherwise touch, and 
by giving it the inbound business routed via its line there 
will also be an inducement for it to furnish you with 
equipment for outbound loading from these factories. 

I know of interurban lines that to-day are doing this 
and thus increasing their revenue with car-load business 
that otherwise they could not handle owing to lack of 
equipment and an outlet to various destinations over the 
country not reached by interurban lines. 

I was recently told of one of our member lines that 
has installed such an industrial track to serve a flour mill, 
a woolen mill, a grain elevator and a large wool warehouse 
all owned by the same firm. It will handle their entire 
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inbound and outbound business in connection with a steam 
line, which will increase the business of the electric line 
approximately 300 carloads per year. The business will 
be handled on proportional rates made to use in combina. 
tion with the steam-line rates from the junction point. 
This is made necessary on account of the steam line 
refusing to join in through rates, but the combination will 
equalize the through rates from originating point to des- 
tinations made possible by the difference in the through 
rates between the originating point and the junction with 
the steam line. 

While the steam line is unwilling to establish through 
rates, it is, however, willing to allow the interurban line 
to handle its equipment and furnish empties for outbound 
loading from these factories, as it thereby secures approx- 
imately 300 loads that otherwise it could not touch, and 
by so doing it is made possible for the interurban line 
to increase its business to the same extent. 

Since the building of this track, I am told that the 
company has been asked to extend this track so as to 
serve a coal yard, a lumber yard and a planing mill, which 
have had to haul by team all their material to and from 
the railroad entering their town, and with this additional 
business the revenue of the interurban line will be in- 
creased approximately 100 car loads more each year, 
making approximately 400 car loads secured on account 
of the industrial track built. Such possibilities are scat- 
tered over the entire interurban territory and if taken 
advantage of properly will be the means of large increases 
in earnings of interline freight business for the interurban 
lines. 


CONFERENCE ON RATE ADVANCES 


At the conclusion of May 14 
between representatives of 52 eastern railroads and in- 
terstate Commerce Commissioners it was announced that 
the Commission had taken under advisement the petition 
for rehearing submitted by the roads asking for a hori- 
zontal advance of 5 per cent. The roads sought to reopen 
the old Eastern Advance case No. 3400, which was de- 
cided adversely to the railroads about four years ago. 
The roads want to avoid at present the filing of tariffs 
costing about $200,000, which would prove a useless ex- 
pense if the reopening is not allowed. The roads set up 
the plea of large expenditures which they have made 
and proposed. Their committee consisted of George F. 
Brownell, vice-president and general solicitor, Erie; 
George S. Patterson, general counsel, Pennsylvania; Clyde 
Brown, general solicitor, New York Central Lines, and 
Hugh Bond, general counsel, Baltimore & Ohio. 

It became known as soon as the conference was 
arranged for that the question of expense of printing 
tariffs is the only one that has caused the long discussion 
and delay in bringing the subject to an issue. The fact 
that the printing of the tariffs would entail an expense 
of upward of $200,000 did not become known until on 
Monday. The fact that it would be so heavy accounts 
for what looks like efforts on the part of the carriers to 
have the Commission decide the question as to whether 
the carriers are entitled to the increase in advance of 
the filing of tariffs. It is obvious that if the Commis- 
sioners could have been persuaded to express any opin- 
ions, or even to ihdicate that they had opinions, it would 
have helped the managers of the roads a great deal in 
determining whether it -would be worth while to take a 
chance in printing the tariffs. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. Cc. 
By order May 8, in I. and S. No. 260, the Commission 
suspended from May 10 until September 6, a schedule 
contained in supplement No. 20 to Great Northern Rail- 
way Co. tariff I. C. C. No, A-3255. The schedule sus- 
pended proposed to advance from 2 cents to 4% cents 
per 100 pounds the rate applicable to the transportation 
of logs from Congo, Minn., to Duluth, Minn., and Su 
perior, Wis., which would also have affected rates from 
certain intermediate points. 








By order entered May 7, in Docket No. 258, the 
Commission suspended until September 11 the operation 
of Supplement No. 24 to Leland’s I. C. C. No. 884, which 
is indicated to become effective May 14. 

By the suspended supplement it was proposed to ad 
vance rates for the transportation of calves from Refugio, 
Tex., to New Orleans, La., and St. Louis, Mo., from 44% 
and 52% cents per 100 pounds, respectively, to 60 cents 
per 100 pounds, with a minimum carload weight of 17,000 
pounds. 





By an order entered May 8, in Docket No. 261, the 
Commission suspended from May 12 until September 9 
the operation of Supplement No. 3 to Chicago & Alton 
R. R. I, C. C. No. A-521. 

The suspended supplement cancels existing through 
joint rates applicable to the transportation of bituminous 
coal, in carloads, from the following mines located on 
the line of the Toledo, St. Louis & Western Railroad in 
Illinois, viz., Coffeen, Edwardsville, Panama and Sorento. 
on traffic destined to points located on the Chicago, Mil 
waukee & St. Paul Railway in Wisconsin, Minnesota 
and other states. Such cancelation would result in sub- 
stantial increases by the application of combination rates, 
as illustrated by the following table: 


Rates in cents per 2.000 pounds. 

To Present. Proposed. Increase. 
Ce eh Biss Sits Se bic assis 189 222 33 
SEEN SS. cae be Cah kd ne ix-nied , 365 407 42 
TURES 6 ohc'alu so tmnsb'e bode 120 162 42 
eS ee 180 212 32 
ee, 0 ON... owned nen sks 280 322 42 


By order entered May 9, in Docket No, 259, the Com- 
mission suspended from May 11 until September § the 
operation of Items 1366-A and 1368 of Supplement No. 13 
to Leland’s tariff, I. C. C. No. 931, and Morris’ tariff, I. C. 
C. No. 349. 

The suspended items contain exceptions to the West- 
ern Classification and affect the rating on iron and steel 
window sash (glazed), C. L., and iron and steel window 
frames, when shipped with sash, from interstate points 
to points in Texas, Louisiana and Mexico. Under the 
present provisions, glazed sash are rated fifth class and 
may be shipped at that rating in carloads mixed with 
window frames. The proposed provisions rate sash at 
fourth-class and frames at fifth-class ratings, C. L., and 
will not permit of mixing at the lower rating. For illus- 
tration, the fourth-class rate from Kansas City, Mo., to 
Dallas, Tex., is 89 cents per 100 pounds, and the fifth- 
class rate between the same points is 70 cents per 100 
pounds. 





By an order entered May 12, in I. and S. Docket No. 
262, the Commission suspended until September 12 the 
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operation of item 1245-B of suppiement 15 to C. C. Mc- 
‘ain’s tariff I. C. C. No. 8, supplement 15 to Eugene 
Morris’ tariff I C. C. No. 343, and supplement 15 to 
R. H. Countiss’ tariff I. C. C. No. 950. The suspended 
item was indicated to become effective May 15, and pro- 
posed to cancel present commodity rates applicable to 
the transportation of petroleum and petroleum products, 
including oil, in carloads, from Beaumont and other 
points in Texas to Clifton and Morenci, Ariz., leaving 
in effect class rates which would result in advances. 
For example, the present rate from Beaumont to Clifton 
is 95 cents per 100 pounds; the proposed rate 157 cents 
per 100 pounds; and the amount of the increase 62 cents 
per 100 pounds. A somewhat greater increase is pro- 
posed on like traffic to Morenci. 





By an order entered May 13, in I. and S. Docket No. 
263, the Commission suspended from May 15 until Sep- 
tember 12 certain schedules in supplements Nos. 13 and 
14 to agent William Cameron’s tariff I. C. C. No. D-66 and 
supplements Nos. 13 and 14 to agent W. H. Hosmer'’s 
tariff I. C. C. No. A-311. 


By the suspended schedules it was proposed to in- 
crease rates applicable to the transportation of high 
explosives from St. Louis, Mo., and Cairo, Ill., and points 
taking same rates to Boston, Mass., and New England 
and Canadian points basing thereon. The following is an 
illustration of the increases: 

Rates in Cents Per 100 Pounds. 
Proposed. Present. Increase 
Powder, Etc.— 
Carload, from St. Louis..... 
Less than carload, from St. 


OS ee rrr reer 189 56 
Carload, from Cairo......... 160 97 63 


15716 941% 63 


Less than carload, from 
Ene * 6adods bed cmesanwd.xe -.200 194 56 
Masurite— 
Carload, from St. Louis....146 82 64 


Less than carload, from St. 

AR ike. te eee ae he a 201 141% 59% 
Carload, from Calro........ 148 S4 64 
Less than carload, from 

DL >.» sie kad ne tae o oad gah eee 145% 59% 





By an order entered May 13, in I. and S. Docket No. 
264, the Commission suspended from May 15 until Sep- 
tember 12, the operation of the following tariffs: 

The Baltimore & Ohio Railroad Co., I. C. C. No. 11429. 

The Chesapeake & Ohio Railway Co. of Indiana, I. 
Cc. Cc. No. 91, B C. Cu Ne, 92. 

Chicago, Indianapolis & Louisville Railway Co. IL. C. C. 
No, 2891. 

The Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Co., I. C. C. No. 6183. 

Erie Railroad Co., Lines Buffalo, Salamanca, N. Y., 
and west thereof, I. C. C. No. A-4744, I. C. C. No. A-4747. 

Lake Erie & Western Railroad Co., Fort Wayne, Cin- 
cinnati & Louisville Railroad, Northern Ohio Railway, I. 
C.-C. No. 2377. 

The Lake Shore & Michigan Southern Railway Co., 
I. C. C. No. A-2926. 

Michigan Central Railroad Co., supplement No. 2 to 
I. C. C. No. 4245. 

Pennsylvania Co., I. C. C. No. F-446. 

The Pittsburgh & Lake Erie Railroad Co., I. C. C. 
No. 1492, I. C. C. No. 1493. 

The Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
way Co., I. C. C. No. P-473. 

The Toledo & Ohio Central Railway Co., I. C. C. No. 
2047, effective May 27, 1913. 

The Wabash Railroad, Frederic A. Delano, -William 
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K. Bixby, Edward B. Pryor, receivers, suppiement No. 1 
to I. C. C..No. 3153. 

These tariffs proposed to advance from 1% to 2% 
cents per 100 pounds charges applicable to shipments of 
structural iron and steel stopped in transit for fabrication 
at fabrication points throughout Central Freight Associa- 
tion territory, excepting certain fabrication points located 
in Illinois. Under the present tariff provisions, a carload 
of structural iron or steel, viz., beams, plates, tees, bolts, 
bars, ete., shipped from Pittsburgh to Chicago, may be 
stopped at Toledo, O., to undergo further process of 
menufacture, and then forwarded to destination at the 
Pittsburgh-Chicago rate plus 1% cents per 100 pounds. 
The suspended tariffs proposed to increase this charge 
1 cent per 100 pounds. Some of the fabrication points 
affected are Buffalo, N. Y., Zanesville, O., Toledo, O., 
Columbus, O., Mount Vernon, O., and Muncie, Ind. 


ARGUE ON PITTSBURGH TERMINALS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Co-orado Building, Washington, D. C. 

Arguments were heard by the Commission on May 
9 in the case of the Waverly Oil Co. vs. Pennsylvania 
R. R. Co. et al., the “et al.” involving all the railroads 
entering Pittsburgh, and as interveners are practically 
all the commercial bodies in Pittsburgh. The case in- 
volves a failure to absorb switching charges. The facts 
in the case were outlined by C. D. Chamberlin for com- 
plainants. The Pennsylvania has 12 connections where 
there is no interchange, whereas the B. & O. system 
has 21 points where interchange is allowed. In all there 
are 52 points of connéction, all of which could be made 
points of interchange, and with very manifest advantage 
to the shippers. 

The Waverly Oil Works is local to the Pennsylvania 
lines, and, in order to secure the flat Pittsburgh rate, it 
must confine its shipments to that line; it also finds itself 
confronted with an absence of any through rates to ter- 
ritory outside that served by the Pennsylvania, and to 
make such shipments is compelled to pay 4 cents addi- 
tional, and it involves additional and wholly unnecessary 
local hauls, through the already overcrowded city ter- 
minals. . 

One important point alleged is that shippers all 
over the United States, unless thoroughly familiar with 
the local situation at Pittsburgh, route their shipments 
in ways which, under ordinary circumstances, would ap- 
pear to be most advantageous, but which, under existing 
conditions, frequently involve very great financial disad- 
vantage for the consignees. Not only this, but it serves 
to restrict the territory in Pittsburgh in which concerns 
located local to the Pennsylvania lines can find a mar- 
ket; especially is this true of oil, on which the prices 
are so close that a 4-cent additional charge is absolutely 
prohibitory and results in what is termed a manifestly 
unfair and unlawful discrimination. 


The Pennsylvania system, said Mr. Chamberlin, has 
almost a complete monopoly of the terminal facilities at 
Pittsburgh, despite the fact that the necessary physical 
connections exist which would make it easily possible 
to have adequate interchange. All industries, therefore, 
that are located on the Pennsylvania are made local to 
that system. On the other hand, the record in this case 
shows that the Pennsylvania has opened up porcupine 
tracks to certain large industries, although, Commissioner 
Prouty pointed out, this has been done in an effort to 
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relieve a very congested condition, and co-operates with 
the industries for that purpose. 

Mr. Chamberlin feels, however, that the Pennsyl- 
vania in thus serving the industrials is doing it to the 
prejudice and disadvantage of the general shipper. Then, 
again, where they make this a flat charge to the outside 
shippers, they make commodity rates to many of the 
large plants on the industrial roads. 

In conclusion, Mr. Chamberlin 
provisions of the Act to regulate commerce require and 
is now being asked for, and 
decisions of the Supreme 
not they are 


said the substantive 


compel the service which 
claimed this is borne out by 
Court. The only question is whether or 
performing a full service and whether it is being done 
at a just and reasonable charge. In view of the position 
taken by the Commission in the Baltimore and the Peoria 
cases, and of the Supreme Court in the St. Louis Terminal 
and the Alaska case, the Commission should not have 
any difficulty in deciding this case. 

Frank Lyon, for the Grain & Hay Exchange of Pitts- 
burgh, said it is a case of whether a shipper local to 
the Pennsylvania shall have access to the markets of 
the world which he may elect, or be restricted to a 
territory prescribed by the Pennsylvania. No particular 
fight is being made, he said, as to where they shall make 
the physical exchange; that is a matter for the railroads 
to decide; but what is charged is that the service must 
be adequate and the rate reasonable. If there was 
an unjust discrimination against a community this is 
one, and unless the Commission intends to the 
position taken in the Baltimore case, it must so decide. 
Another element of discrimination is that the exchange 
is made at Cleveland, Buffalo, and at other points, and 
at a reasonable charge per car. 

In 1912 it was estimated that 164,000,000 tons of 
freight was handled in Pittsburgh and the system which 
has crept in has resulted in the worst aggregation of 
tap line roads existing anywhere in the country to-day. 
No parties who have had money enough to build up 
industrial roads are here applying for relief—they are 
satisfied, and more than satisfied. If it would open up 
its terminals not more than 10 per cent of the local 
traffic would leave the rails of the Pennsylvania. As it 
stands to-day, a man has to pay 8 cents to go a distance 
of one mile to get his grain elevated; notwithstanding that 
there are abundant terminal facilities and 52 points of 
physical connection. 

The Pennsylvania earns $24 per car of 30 tons, while 
the Long Island earns $11.34: the Pittsburgh & Lake 
Erie, $16; Bessemer & Lake Erie, $22. 

Whether a terminal is open, or not open, when a 
carrier publishes a rate, it would seem that the Commis- 
sion has a right, insisted Mr. Lyon, to pass upon its 
reasonableness, despite the contention of the Pennsyl- 
vania that its terminals are restricted to industries lo- 
eated on its lines, which is in the teeth of the Peoria 
decision. The Pennsylvania is entitled to full compensa- 
tion for all the service it performs; the question is from 
whom it should receive it. A reasonable rate should in- 
clude the open terminals, and it should come out of the 
carriers—like the Wabash—coming in without terminals. 

This was the view taken by the Commission, said 
Mr. Lyon, in the San Francisco case. He also claimed 
that Cleveland and Pittsburgh, being competitive, should 
have the same rates. _ 

Galen C. Hartman appeared for the Chamber of Com- 
merce of Pittsburgh and asserted that, because for all 


ever 


reverse 
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time the rights-of-way have been determined upon, is 
no reason why that right should be used to enhance the 
cost of transportation directly and indirectly the cost 
of living. The Pennsylvania, he said, still clings to its 
old idea that it is a private enterprise. It is the principal 
offender in this case, and if its terminals are inadequate, 
as charged, that is no excuse for a refusal to perforn 
a public service and, in his opinion, the Commission has 
the right to force it to not only open up its terminals 
but to increase its facilities if, as a fact, they are inade 
quate. If this were not so, any carrier, at any time 
would have the right arbitrarily to close its terminals 
whenever it felt like it by merely saying its facilities 
were not adequate, and by a series of forced congestion, 
which can easily -be brought about by a carrier at any 
desired point, and as easily cleared up again when it 
suits its convenience and the purposes it has in view 

Can it, said Mr. Hartman, open up its terminals to 
one and refuse them to another? Can it exchange at 
reasonable rates with some carriers and refuse to do 
it with others? 

A terminal, he said, is not the private property of a 
carrier, nor can its use be determined by grace and 
not by right. As a matter of fact, a terminal is any 
point where freight is unloaded. The shipper is the 
shipper always, and as long as the goods are still un 
delivered to the consignee. 
As to the effect on 

detrimental on all 

come in over this one system, and from whose terms 
requirements there is no redress; and Pittsburgh 
is, to-day, suffering from conditions which do not exist 
in any other part of the country, by reason of what 
he terms this hydra-headed discrimination. If, he said, 
the railroads of the country are ever to give adequate 
there must be universal interchange of traffic. 
A fundamental principle is that rates must never be 
so high that they impede traffic. A railroad has no right 
to milk a community in order that it may make business 
profitable. First of all, it must provide reasonable rates 
for the service, and it is safe to assume that the rate 
which it finds it convenient to apply to traffic in one 
part of the city could be applied with equal justice to 
all parts of the city; in other words, there should be 
interchange between all the roads at remuneration to be 
fixed between the carriers. This is the practice of these 
same roads in other parts of the country. In order to 
maintain the monopoly in Pittsburgh traffic to the pres- 
ent dominant lines, the interests of the city, community 
and shippers are alike being disregarded. While it may, 
possibly, have the right to refuse all interchange, if it 
does it for one interest and in one part of the city, it 
must do it for all. 

The carriers, on 


itself, it has been 
compelled to 


Pittsburgh 
very traffic which is 


and 


service, 


May 9, set forth their point of 
view in the matter of switching absorptions and 
allowances at Pittsburgh in arguments, first, by H. W. 
Biklé for the Pennsylvania, who said the whole point 
at issue is a demand for a Pittsburgh flat rate, by all 
parties interested. That, however, is not the carriers’ 
view of the matter, who see in this an effort to bring 
about through routes and joint rates. The carriers do 
not claim that they can be required to do that, yet when 
the Commission is asked, as in this case, to establish 
those routes and rates to any point that may be asked 
for, then they are entitled to seek the protection of the 
act itself. It would be difficult to see how complainants 
can claim this is a charge against switching, and if that 
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is all it is, then it is a case to present to a state railroad 
commission and has no place before the Interstate Com- 
mission. It is only when it is viewed as a part of a 
through route that the Commission has jurisdiction. Sub- 
ject to the provisions of the act, the Commission has the 
right to establish routes to each of the industries on its 
line, the proviso being that it has the line haul. 

The carriers are not here with a proposition that 
nothing should be done, but they do say that this is 
not the way to do it. The real question, said Mr. Biklé, 
is whether the joint rates should not be extended. 

Commissioner Prouty wanted to know how long it 
has been since the carriers have agreed that the Com- 
mission may put in individual through rates to each in- 
dividual industry as against the position they formerly 
took that they must be made only to a city. No very 
clear answer was forthcoming to that. The switching 
rates, such as they are, are a protection over which the 
Commission has no jurisdiction which would compel them 
to open their terminals. The Union Stock Yards case 
fully determines the limits to which the Commission may 
go in these matters of switching and terminals. 

If there are any cases that should be dealt with in 
this situation they can be brought before the Commission 
and can be determined separately. To meet the con- 
gestion of 10 years ago more than $26,000,000 has been 
expended, and yet they are now threatened with a fur- 
ther congestion, and on numbers of occasions have had 
to place embargoes on shipments on their own line, and 
more and more it has become necessary to bill traffic 
further back from the city, and this has been largely due 
to the topography of Pittsburgh, which absolutely pro- 
hibits the building of the tracks necessary to accom- 
modate the traffic. 

If the carriers are to have any capital for the neces- 
sary improvement of their facilities, they must be ac- 
corded sufficient protection to secure that capital. If 
forced to do this switching to-day it would mean an in- 
crease of pressure on their tracks, and would force some 
shippers still further back in order to accommodate some 
other shipper and would strain conditions, already severe 
enough. 

Mr. Lyon said that his clients are ready and willing 
to pay for all services which the Pennsylvania may ren- 
der; all they ask is that they be not discriminated against. 
Yet where conditions are just as congested as at Pitts- 
burgh they have put in regular switching charges. What 
is a reasonable charge for the service is one of the 
questions before the Commission. Probably the switch- 
ing charge may vary in different sections of the country, 
but it would seem that it should bear some relation to 
the rates in those sections, said Mr. Lyon, in closing. 
It must also bear some relation to the service rendered. 


ARGUE FERTILIZER RATES 


THE TRAFFIC SERVICE NEWS BUREAI 

Colorado Building. Washington, D. C. 

Arguments were made on May 10 on the com- 
plaint of the German Kali Works against the Atchison 
and others, covering rates on fertilizer material and 
the mixtures which may be allowed in mixed carloads. 
Carriers contend that kainit is used only for fertilizer, 
and in that respect differs from potash and phosphates. 
The railroads are not discouraging the movement of 
fertilizer material, but on the contrary they consider 
such movement a very good thing, said A. P. Humburg. 
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They deem the classification west of the Mississippi emi- 
nently fair. As a matter of fact, he said, the complain- 
ants could not make use of the mixed carload rules be- 
cause all their shipments must be potash mixtures. He 
suggested that a close analysis is not possible by a sta- 
tion agent. 

Chairman Fyfe, for the Western Classification com- 
mittee, said that 80 per cent of the fertilizer and fer- 
tilizer material in question is used in Arkansas, Louisi- 
ana and Texas; that the West needs moisture, not fer- 
tilizer. 

The complainants are asking for Southern Classifica- 
tion and ratings on sulphate and muriate of potash and 
kainit, which is a mixture of sulphate and muriate and 
actual potash. They ask that the present fifth class on 
sulphate and muriate of potash, 40,000 minimum, of 
Western Classification shall be fixed at class E, with a 
30,000 minimum, on the ground that the fifth class is 
unreasonable per se. 

F. B. James said that, on the basis of value, dried 
blood is worth more than the potash elements, and there 
is little or no risk in shipping it. All the processes of 
manufacturing it are carried on abroad. The fact that 
it moves in small volume is not an argument at all, ex- 
cept a suggestion that unless the bars are let down there 
never will be any increase in tonnage. As to the asser- 
tion that kainit is a concentrate, he wanted to know why 
a farmer should pay for the transportation of impure 
materials, if the impurities can so easily be eliminated. 


ARGUES FOR PORT ARTHUR 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


The opening argument of the Port Arthur Board of 
Trade against the Abilene & Southern was made on 
May 8 by A. W. Williams, with a short account of 
the physical differences between Texas City and Port 
Arthur, the latter being located on Sabine Pass, with 
which it is connected by a canal seven miles long and 
about fourteen miles from the bar. This canal, which 
was built by private enterprise, was given to the govern- 
ment some years ago. Complaint is made that the canal 
cannot be operated at night. Unlike the situation at 
Texas City, Port Arthur is the only port of shipment, 
and loads can only be secured at that one point. On the 
other hand, at Galveston, within a few miles’ radius 
there are also located the ports of Texas City and Port 
Bolivar. 

Under the orders of the Texas Railroad Commission 
the rate of 51 cents applies on cotton from common 
points beyond the maximum zone, and this has been 
accepted by the carriers. At Galveston, however, a 
wharfage charge of 1% cents is added, making a total 
charge of 52% cents. Texas City has no wharfage 
charge, and its rate is only 51 cents, under an order of 
the Commission. 

The Port Arthur interests claim that they are 
equally entitled to a 5l-cent rate, as they make no 
wharfage charge, although the carriers still publish and 
collect the 52%-cent rate. 

The terminal facilities are owned by the Port Arthur 
Canal & Dock Co., which, in turn, and according to com- 
mon understanding, is owned by the Texarkana & Fort 
Smith, and this again is a part of the Kansas City South- 
ern system. They make no attempt to interfere with 
either the rail rate or divisions of the rates; all they 
want is the 51 cents to shipside. The 1% cents if 
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absorbed by the Texarkana & Fort Smith as a part of 
the delivering charges. 

As to the intervention of the Galveston Commercial 
Association, Mr. Williams says there has been a very 
evident attempt to cloud the issue, both record and brief 
being full of statements which have no bearing on the 
case. The Commission should recognize that there is no 
wharfage charge at Port Arthur, and an order should 
issue forbidding the carriers from charging 114 cents for 
that. The fact that a charge is made at Galveston should 
not have any bearing, because to attract trade it is nec- 
essary for Port Arthur to make some concessions and 
offer some inducement to shippers and ocean liners, as 
against and to offset the many natural and other advan- 
tages at Galveston. 

John G. Schaich, for the Port Arthur Canal & Dock 
Co., Texarkana & Fort Smith and the Kansas City South- 
ern, stated that they have done everything possible to 
get the 5l-cent rate put into Port Arthur, and have 
failed. They do not believe the shippers or Port Arthur 
should be discriminated against. They stand ready to 
absorb the whole of the 1% cents wharfage. The greater 
rate should only be charged when there is an actual 
charge made to the shipper, and if Galveston wants to 
absorb the wharfage charge and meet conditions, let 
them come in and do so. If the cotton came into Port 
Arthur over some other rails, and the T. & Ft. S. got 
no earnings out of the haul, then they could not afford 
to absorb. 

As the matter stands at Galveston, by its superior 
location and advantages, and Texas City by reason of 
its 5l-cent rate, cotton is moving out via those two 
routes, to the prejudice and disadvantage of Port Arthur. 
If the delivering carrier is willing to absorb all the 
charge the participating carriers lose nothing, and the 
fact that some line will have a longer haul has nothing 
to do with this case. This is one case where the carrier 
is willing and anxious to see the shipper get that to 
which he is actually entitled. 

Replying to Chairman Clark, Mr. Schaich said the 
division of the rate is 46 and 71%, and they are pur- 
fectly willing to accept 6 cents as their division. In 
this respect, Chairman Clark said they were different to 
other carriers. 

Judge Terry, for the defendant carriers, said they 
admit the existence of the physical disabilities at Port 
Arthur, but they object to being sacrificed in order to 
overcome those disabilities. The advantages which the 
cotton shippers now enjoy by reason of the superior 
advantages and facilities existing at Galveston would be 
greatly diminished by diffusing the business among a 
lot of small ports. If the intent were really the benefit 
of the shipper, that would best be secured by reducing 
the rate at Galveston, rather than to reduce the Port 
Arthur rate. If the change is made, they would be justi- 
fied in charging a greater inland rate to Port Arthur, 
and the reason that has not been done is because the 
movement to Port Arthur has, so far, been very~incon- 
siderable, but, should there be any largely increased cot- 
ton traffic to Port Arthur, they would certainly make an 
attempt to do this. 

The situation to-day is exactly the same at Galveston 
and Port Arthur with relation to this dock charge. 

Judge Terry claims that no cotton is raised on the 
Kansas City Southern, and it therefore asks the carriers 
serving Galveston to join in a 5l-cent rate, and they will 
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continue, as at present, to absorb the wharfage charge. 
Its division from Beaumont to Port Arthur is merely a 
“dirt road,” and if it can by any means attract cotton 
to Port Arthur or force it there by a cut rate they will 
do a fine thing for the Texarkana road. The Southern 
Pacific and the Santa Fe would be the best located of 
any of the defendants named to handle this traffic to 
Port Arthur, yet to force them to handle this traffic 
through Port Arthur instead of Galveston would mean a 
loss to those roads of about $11 per car, and the other 
defendants would suffer in greater amounts. 

If this case prevails it will again present the condi- 
tion which existed between Galveston and Texas City. 
If the Kansas City Southern can afford to absorb whartf- 
age, then the carriers to Beaumont have a right to take 
up any slack there may be. If the Kansas City Southern 
can afford out of its division of the through rate to give 
free wharfage, then the connecting carriers should be 
allowed to charge more for the long haul. 

He further urged, as against the proposed change, 
that the defendants have established a through route to 
foreign ports, via Galveston, which is advantageous and 
perfectly satisfactory to the shippers, and this is really 
an effort to coax trade to Port Arthur over carriers by 
which it should not go and to establish a route for which 
there is no demand. Galveston to-day furnishes con- 
nection with all the foreign markets and Port Arthur 
has no such connections, and to force the Galveston lines 
to publish lower rates to rival ports would work a great 
hardship upon those carriers. The law says that where 
a satisfactory rate and route are existing the carriers 
will not be forced to join in a new route, and that is 
exactly the position in this case. It would also deprive 
the port of Galveston of the advantages which God 
Almighty gave it, assisted by the government. 

H. G. Herbel appeared for the International & Great 
Northern, which has expended a great deal of money in 
the development of the Galveston trade. The law for the 
protection of the carriers by the elimination of short- 
hauling, covers this case exactly. If the request to joip 
in a 5l-cent rate to Port Arthur had been presented to 
them as an original proposition they would have refused. 
and to force them to do so now would be manifestly 
unfair. The fact that they were willing to participate 
in the 52%4-cent rate, under which they knew practically 
no cotton would move, has nothing to do with making 
them participate in a rate that would divert all the busi- 
ness from Galveston to Port Arthur, especially when by 
agreeing to a 5l-cent rate they would divert more than 
one-half of their equipment at a time when they most 
need it. The shippers have a right to ship to Port Arthur. 
said Mr. Herbel, but they should be willing to pay for it. 
rather than that the initia] carrier should be deprived 
of a part of its haul. While a city may, itself, erect arti- 
ficial advantages to attract trade, a line-haul road has 
no right to erect such advantages for the purpose of 
diverting traffic from other lines. Nor is it the Com- 
mission’s duty to offset the disadvantage to Port Arthur. 

H. H. Haines, for the Galveston interests, called at- 
tention to the difference between the Texas City case 
and this one, in that there is no wharfage at all at Texas 
City, whereas in this case it is still. proposed to charge 
the wharfage and absorb it by the carrier, a trunk line 
railway. It will, if granted, make a very material disad- 
vantage to the port of Galveston which would deprive 
it of its natural advantage in distance, equipment, etc. 
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EXTENDS SHREVEPORT DATE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission has issued an order extending still 
further the effective date in the Shreveport case, Docket 
No. 3918, from May 15 to December 1. The reason as- 
signed is that the order entered by the Commission hav- 
ing been sustained by the Commerce Court, and the car- 
riers having carried the matter to the Supreme Court, 
they asked for a further postponement of the effective 
date in order to have that body pass upon the matter, 
and a statement by the carriers that any attempt to 
comply with the order of the Commission in advance of 
the final decision of the court would only result in em- 
barrassing and expensive litigation, without prospect of 
relief to the complainant. 

While the Commission feels that its order should be 
at once complied with, and that it might with propriety 
so insist, nevertheless it also realizes that it should 
have reference to actual conditions, and that its course 
of action should be such as will best conserve the inter- 
ests of all parties, 





PLEADS FOR ARANSAS PASS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The opening argument in the case of the Aransas Chan- 
nel & Dock Company against the Galveston, Harrisburg 
& San Antonio et al., was made, on May 8, by Thos. H. 
Franklin for the complainants, in which he described, first, 
the geographical situations surrounding Aransas, proper 
in the “live oak” peninsular of Texas, on Red Fish bay, 
connected by a channel with the Gulf of Mexico. A rail- 
road was built to connect Aransas Pass Shore line with 
Aransas Port. Its construction was expensive, exceeding 
$50,000 a mile for a distance of six miles, and performs 
what would otherwise have to be a lighterage service, as 
it is the only actual connection with deep water at that 
point. It connects the wharf property of the Aransas Chan- 
nel & Dock Company with the Aransas Pass terminal. 
Upon its completion it asked for a differential of 6c for 
this service, with Houston as a basing point, to put Aransas 
on a parity with Port Arthur and Texas City. The con- 
necting carriers, however, insisted on a 55c rate. 

After this proceeding was brought a 49c proportional 
Was resurrected by the participating carriers to justify 
their position. The I. & G. N. and the T. & P. insisted they 
had no 45-cent rate’on file and no through rates, other 
than that referred to above. 

The 49-cent rate was reduced by the Railroad Com- 
mission of Texas in 1910 to 45c, against which protest was 
filed, but failed to be sustained, and they were forced to 
get around it by failing to extend the resulting 51-cent rate 
to Aransas Pass. 

No plea is made that the Commission is bound by the 
Texas Commission rate, but the rates which the carriers 
file must be the rate they are actually applying, and not a 
rate which they propose to file. Nor do they admit that 
this is any attempt to have the Commission establish any 
new route, but what they want is the application of the 
rates which have been put in effect over an established 
route. Further, they do not admit that they are seeking; 
by the action of the Commission, to put Aransas on an 
equality with Galveston as to geographical and other ad- 
vantages which she may enjoy as to the cotton traffic. 
They do ask that the 45-cent rate be filed with the Com- 
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mission, as an interstate rate, inasmuch as there is no con- 
sumption of cotton at Aransas, and that it is inherently a 
foreign business and must be an interstate movemént, The 
billing of freight does not control the character of the 
traffic. The point of the matter is, said Mr. Franklin, 
where is that traffic going? The effort to apply the 49- 
cent rate is to avoid giving through bills of lading at 
Aransas, on which, alone, cotton can move to foreign ports, 

While the carriers issue through bills of lading to 
some ports and refuse to do so to some others, they are 
discriminating against the ports to which they refuse 
them and an undue preference is given to some other 
point. 


Mr. Franklin makes no claim that the Texas state- 
made rates are binding upon the Commission, but the 
fact that they have been found to be reasonable cannot be 
overlooked. Had the rate been unreasonable they could 
have applied to this Commisison, or they could have 
filed higher rates. Failing to do either, they must, per- 
force, agree to the reasonableness of the rate. He also 
stated that he is preparing an analysis which will show 
not only that the 45-cent rate is not high, but that the 
cotton rates all through Texas are unreasonably high. 
They ask for a 45-cent rate to Aransas and the issuance 
of through bills of lading to the foreign ports. 

Judge Terry, for the defendants, says they have 
sought in vain for the similarity of conditions as between 
Galveston and Aransas which would warrant the claim 
that they are therefore entitled to the same rate on 
Texas cotton, except that they are both in deep water 
on the Gulf of Mexico and that the government has ex- 
pended money for the betterment of each place. To 
haul to Aransas instead of to Galveston would mean a 
loss of 45 per cent to the carriers serving the latter 
port. The judge took issue with the statement that the 
Texas-commission-made cotton rates are entirely too 
high, and said the case had not been tried upon this 
issue, and that everybody knows the Texas commission 
is not in the habit of making any rates that are toa 
high. If that issue is to be considered, he would ask 
that the case be referred back for the taking of further 
testimony, which, he said, would show that, instead of 
being too high, these cotton rates are unusually low. He: 
insists that the rate to Aransas should be 4 cents higher 
than the rates to Galveston. The 45-cent rate was not 
enjoined because it was always a paper rate, and, fur- 
ther, everyone knows how difficult it is to attack a single 
rate out of any group of rates. Everyone knows how 
that worked out when an attempt was made to upset the 
cattle rates. 


Frank Andrews of Houston said the case comes down 
to a simple question of whether or not the 4 cents higher 
to Aransas is a discrimination, and took a negative view 
of the matter, briefly reviewing the growth of the rate 
structure and the growth of the cotton business, which, 
with the exception of about 100,000 bales to Port Arthur, 
moves entirely through the ports of Galveston and Texas 
City, the whole business naturally funneling through Gal- 
veston. Comparisons, he said, should be based on Houston 
and Aransas Pass, because for all points more than 176 
miles distant, under the Texas scheme of rates, the rates 
are the same. Had the property interests not applied for 
the 6-cent differential, the 45-cent rate would have ap 
plied automatically to Port Aransas, as soon-as the station 
was opened; and it is safe to assume that, had they known 
as much then as they do now, they would never have 
made the application. But inasmuch as they did make 
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the application they have had to abide by the fact that 
their foresight was not as good as their hindsight, and 
the Texas commission has held them to their 6-cent 
differential, notwithstanding that they tried to withdraw 
their application. 

The sum and substance is whether there is a discrim- 
ination within the meaning of the Act and the decisions of 
the Commission. 

Mr. Franklin took issue with the effort to make it a 
matter of property interest. Although, he replied to Chair- 
man Clark, a syndicate does control the channel and dock 
company and the terminal railroad to the extent that it 
has financed both facilities, and will continue to do so to 
the extent of several millions of dollars if they are al- 
lowed to go on with the work they have entered upon. 
No advantage is being asked over other Texas ports; all 
that is asked is that it shall be placed upon a parity with 
other Texas ports. If it be true, as they will endeavor to 
show, that the cotton rates in Texas are unreasonably high, 
there is no excuse for the discrimination which they have 
sought to justify. 


ARGUES ST. LOUIS COFFEE RATES 


A. B. Hayes, on Thursday morning made the opening 
argument for the coffee dealers of St. Louis against a 
rate of 23 cents on coffee from New Orleans, which is 
an import rate on a flat tariff. It is only in recent years 
that importations have been made through New Orleans 
and that the ocean rates to that port were made the 
same as to New York. From that time the business 
has developed very rapidly. 

In 1908 an attempt was made to show that water com- 
petition affected the rates of sugar, and in this case it 
has been attempted to show that the river competition 
is a potential factor in the coffee traffic from New Orleans 
to St. Louis. 

In 1911 there was active boat competition established 
between New Orleans and St. Louis and large quantities 
of coffee were actually carried by boat between these two 





points. 

The 23-cent rate is claimed to be unreasonable per se, 
and it should be remembered that the water competition 
is potent so long as the river exists. A mass of evidence 
has been introduced to show that the present rate yields 
6.4 mills per ton per mile. Stress was also laid upon 
the fact that while the revenue is only $80 per car, this 
is entirely dependent upon the action of the carriers. 
Ordinarily, said Mr. Hayes, shippers have something to 
Say about the loading of their commodity, but in this case 
the carriers undertook to dictate, and they move with a 
loading of only $80 per car, whereas they could get a 
revenue of approximately $150 per car. 

The rate is an import rate, and is properly lower 
than a domestic rate. A number of things show this 
to be an unreasonable rate. For instance, while all the 
shipments over the Illinois Central, the defendant car- 
rier, yield a revenue of 6.1 mills, notwithstanding that 
coal affords 30 per cent of its entire traffic, yet the coffee 
rate, as stated above, yields 6.4 mills, and this would 
seem to indicate that the rate is very much higher than 
it ought to be. Comparisons were made with many other 
articles, some of them likewise subject to import rates, 
showing much lower rates. 

The average value -of coffee, as figured by the de- 
fendants, is $5,200 per car, based on a value of 13% cents, 
whereas a very much less value has actually maintained. 
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Another peculiar feature is that from Ohio River 
points beyond the rate only runs about 1.4 mills per ton 
per mile; Indianapolis has a rate only 2 cents over St. 
Louis, whereas with sugar there is a differential of 6 
cents; and, if entitled to that on sugar, St. Louis is 
entitled to the same recognition of her transportation 
advantages when it comes to coffee, and that the differ- 
ence should be the same 6 cents under the Indianapolis 
rate. On the 1908 adjustment to Indianapolis the rates 
on coffee and sugar were made the same, the Commis- 
sion reducing sugar 2 cents under. But St. Louis feels 
that the increased care required in the transportation 
of sugar is cleariy an offset of the element of the higher 
value of coffee. 

While the 1911 boat venture was not a financial suc- 
cess, yet it is was amply shown that a profitable business 
could be built up, and a movement is now on foot to put 
it on a working basis again, and the influence of the river 
is just as potent on coffee as on sugar. 

Chairman Clark asked if Mr. Hayes would go so far 
as to say that where a carrier meets competition on one 
point and on one commodity, it must do so on all. Mr. 
Hayes replied that, while there seemed to be no decisions 
on the point, yet where an article showed equal sus- 
ceptibility of carriage by water it should be reflected in 
the rates. 


ARGUE FOR LUMBER INTERESTS 


Arguments were heard on May 14 by the Commission 
on the investigation into the proposed advances in rates 
on lumber from Mississippi points and Louisiana to Mem- 
phis, I. & S. Nos. 177 and 4902, Memphis Freight Bureau 
against the Illinois Central et al., which, as T. C. Rid- 
dick, counsel for the lumber interests, stated, is an at- 
tempt to reopen the Yellow Pine cases and the Teft 





cases. 

As in the argument on the proposed advances from 
Memphis to New Orleans, the statement is made that, as 
per the decision of the Commission in the Thomson case, 
the lumber, especially the pine lumber here involved, it 
moves in all kinds of cars, and moves all the year round; 
and, as the Commission has also said, lumber moves at 
a rate lower than any commodity except coal. Yet the 
average per ton on all traffic over the I. C. is 6.8 mills, 
and on lumber 4.78 mills, and the carriers recognize this 
difference. The return under the rate attacked is 9.44 
mills per ton per mile, or just about twice the average 
return over the entire system. The rates which they 
are now seeking to advance, said Mr. Riddick, have been 
in effect since 1903. Taking out the bridge toll of 2 
cents, they haul this lumber to Memphis for 1 cent less 
than they do to Cairo. Not only should that be the meas- 
ure of a just rate, but his interests have to pay $75,000 
a year more than they should pay. The rates are 13 
cents to Memphis and 14 cents to Cairo. Comparisons 
are made by the complainants upon the same traffic, in 
the same territory and in the same direction, while the 
carriers have dragged in Nebraska prairie rates. 

The contention is that they are entitled to a 4-cent 
differential below Cairo, despite the fact that there is 
said to be no relation between Memphis and Cairo rates, 
not even a speaking relationship; but he wants a fixed 
and definite relationship to be established by the Com- 
mission. 

Geo. Butler, for the carriers, said the contention 
would mean a lowering on all rates from the territory 
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involved where the rates are anything higher than 4 
cents below the Cairo rates. The rates are blanketed 
from A, & VY. territory south, 13 cents to Memphis on 
pine and 14 cents on all varieties to Cairo. The sus- 
pended tariffs proposed a readjustment of the rates to 
Memphis, and in order to do this some rates were re- 
duced so that a rate of 13 cents would begin to apply 
at Crystal Springs, and the hardwood rates from the 
South to Crystal Springs to the same point, so that the 
rates on pine and hardwood would be the same. 

Said Mr. Butler, the purpose of the adjustment is to 
readjust the rates so that all varieties of lumber should 
take the same rates, and while so far no advances are 
proposed north of Vicksburg, it is proposed to deal with 
that situation later on. The question is whether or not 
the rates on lumber to Memphis shall be measured by 
the hardwood rates, or whether the 13-cent rate on pine 
is reasonable and the hardwood rates should be advanced 
to that figure, in the territory south of the A. & V. R. R. 

The advance of 1903, condemned in the Central Yel- 
low Pine case, did not affect the yellow pine rates to 
Memphis, said Mr. Butler; very many of the carriers now 
parties defendant were not eevn completed at that time, 
and the rates involved were to Cairo and Cincinnati, in- 
clusive. At that time the contention was made the 
lumbermen involved in that case could not compete with 
lumber from Canada and the Northwest competition, with 
which Memphis is not interested at all. The Illinois 
Central does not originate any of the lumber traffic to 
Memphis, and it is either a two-line or a three-line haul. 
At this time the Illinois Central is originating only 20 
per cent of the pine lumber moving into Memphis, and 
therefore has to divide up on this traffic. On the other 
hand, the Georgia scale, to which complainants refer, is 
1 one-line haul. The Alabama rate with which they compare 
has been declared confiscatory. The originating. carriers, 
it appears, get the same division of the rate to Cairo as 
does the Illinois Central. 

Judge Riddick, in closing, with reference to the repa- 
ration feature of the case, offered a statement covering 
the claims which have been proven up, provided, of 
course, that the Commission agrees to the proposition 
that they are entitted to-reparation. 

There is no reason, said the judge, why pine should 
pay a higher rate than oak. This was the status when 
this investigation was started; since the attempt at read- 
justment has been by making reductions where there was 
no movement and it could not hurt, and by making in- 
creases where there was a movement. The readjustment 
has been, at is alWays is, he said, to bring rates up. 


The Commission should, and doubtless will, consider 
the conditions governing each road, yet it is no defense 
to insist that the rates of the [Illinois Central should be 
brought down to the poorest line it may be compared 
with. And the Illinois Central is not really as bad off 
as it makes out, because the adverse weather conditions 
have not moved one wheel of travel, said Mr. Riddick, 
as they can, and do, go around by various routes. The 
C. Y. P. case discussion, he said, was compared to the 
Cairo rate. He also claims there is no real reason why 
Memphis should not be a basing point as well as Cairo. 

As to the burden of proof, the carriers must be rely- 
ing on the fact that the advances went in previous to 
1910, but, according to the decision in the Yellow Pine 
cases, the burden is on the carriers. Fifteen days are 
allowed for filing breefs, and the Commission has taken 
the matter under consideration. 
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OFFICIAL CLASSIFICATION MEETING 





The Official Classification Committee will issue this 
week a special docket containing recommendations of 
the Committee on Uniform Classification, that will be 
considered for adoption by the Official Classification lines 
at a public hearing, beginning in New York June 17, in 
connection with which there will be a preliminary hear- 
ing at Chicago on June 12. 

A free distribution of this docket will be made to 
all subscribers for the regular docket, and to the various 
traffic bureaus throughout the Official Classification ter- 
ritory, also to the several railroad commissions, so that 
there may be the widest publicity given to the changes 
that are proposed. 


NEWARK TRAFFIC CLUB 





A meeting of the Traffic Club of Newark, N. J., held 
on May 5, was exceptionally well attended and the occa- 
sion was one of great interest. Charles H. Swope, gen- 
eral eastern freight agent Louisville & Nashville, secre- 
tary Traffic Club of New York, spoke on “Traffic Clubs,” 
and the good they have done; Mr. Earle, treasurer of the 
same club, was also a speaker. George H. Pride, presi- 
dent and general manager Auto Transportation Co., made 
an effective comparison between horse and motor haulage, 
to the great advantage of the modern method. 

The next regular meeting will be held on June 2. 
The present officers of the club are: John T. Rogers, 
president; R. Alan Turner, first vice-president; C. W. 
Feigenspan, second vice-president; Robert E. McHugh, 
treasurer; T. M. Hastings, secretary; H. K. Hartman, 
assistant secretary; board of governors, A. Preston Jump, 
chairman, Charles Milbauer, Alexander Archibald, C. C. 
Bacon, C. H. Gulick. 


LOUISVILLE TRANSPORTATION CLUB. 

The Louisville Transportation Club held its regular 
monthly meeting Monday evening, May 12. Florian Ogdon, 
an ex-president of the Pittsburgh Traffic Club and now 
the traffic manager of Jones & Laughlin Steel Co., gave 
an interesting and instructive talk on railroads and how 
to get traffic. Mr. Ogdon impressed upon his listeners 
how the small things in railroading often procured or 
lost to the road some of its largest shippers. As an illus- 
tration, he told of how one of the railroad companies sent 
its painters to paint one of its depots with a rival paint 
company’s paint, notwithstanding the fact that the road 
received hundreds of tons of paint to haul from another 
paint company at that station. 

POMERENE SENATE BILL NO. 1654. 

Tue TrAFric Wortp for May 10, 1913, published an 
article by Francis B. James on Pomerene Senate Bill No. 
1654. By inadvertence the article omitted to record the 
fact at page 1045, second column, line 2 from the bottom, 
that this conference was also participated in by Thomas 
B. Paton and Samuel Williston, on behalf of the American 
Bankers’ Association. Mr. James has specially requested 
that this omission be supplied. 





INDUSTRIAL TRAFFIC LEAGUE. 

The postponed meeting of the National Industrial 
Traffic League will be held at Buffalo on May 23. The 
program was given in THe Trarric Wortp of April 12, 
p. 848. 
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Conducted by 
CHARLES CONRADIS, 
' General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 

Carrier Entitled to Freight in Shipments Damaged by 
Floods. 

Cleveland.—‘During the recent flood in this state a 
number of our shipments have been badly damaged by 
water. Our preparation is of such nature that coming 
in contact with water renders the preparation worthless. 
While we are aware that the bill of lading contract 
relieves the carriers from any liability for damage due 
to acts of providence, some of the carriers here have 
made demands upon us for the freight charges where 
the consignees have refused to accept the shipments, 
owing to the goods arriving at destination wet and the 
contents worthless.” 

Floods, obstructions or any other unavoidable acci- 
dents which will excuse damage and delay in the car- 
riage of the goods do not put an end to the contract to 
carry. As soon as the impediment to their transporta- 
tion is removed, the carrier must proceed with them 
and complete the performance of its contract without 
further delay. The burden of proof is on the carrier to 
show that it exercised due care to transport the goods 
within a reasonable time after the impediment was re- 
moved. The contract to carry not being at an end, it 
therefore follows that the carrier is entitled to the stipu- 
lated compensation for its performance of the same with 
all possible care and diligence. 


* x * 


Measure of Recovery Under Limited Liability Where 
Loss Is Only Partial. 

Missouri.—‘“In the April 12 issue of THe TRAFFIC 
Wori”p you quote the law in regard to valuation on ex- 
press packages. We would like to have you express your 
opinion, through THE TRAFFIC WoRLD, on a case in 
point. There was a shipment made to us from New 
York City of three pieces of silk, the invoice valuation 
being $112, on which there was no value declared. In 
transit one piece of silk was damaged by water, and was 
refused by us. We entered claim against the express 
company for $37.52. They claim that as they were only 
liable for $50, and that as only one-third of the shipment 
was damaged, they are only liable for one-third of $50.” 

The courts of Missouri and several other states have 
held that where the carrier’s liability is stipulated at a 
given amount that in the event there has been only a 
partial loss of the goods, the owner will be entitled to 
recover an amount equal to the actual loss sustained, 
provided such amount is not greater than the sum at 
which the goods are valued in the receipt. Goodman vs. 
Ry. Co., 71 Mo. App., 460; Brown vs. S. S, Co., 147 Mass., 
58; Starnes vs. R. R. Co., 91 Tenn., 516. But the better 
rule would seem to be that the owner should be confined 
in his recovery to an amount equal to that proportion 
of the real loss that the declared value of the goods 
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bears to their actual value as it existed before the loss 
occurred. 
* * a 


Waiver of Demurrage Charges Through Shipper’s Error. 


Colorado.—‘‘A car arrives at destination consigned: 
Shipper’s Order, Notify. Party for whom it is intendea 
is duly notified, but the bill of lading is delayed, or, in 
any event, the party fails to take up the bill of lading 
and deposit it with the agent until after demurrage 
accrues. Party accepts the car, but afterwards refuses 
to pay the demurrage, under the impression that his time 
on the car began with the date on which he deposited 
the bill of lading with the agent.” 


Demurrage charges should be assessed on all cars 
properly placed for unloading, after due notice has been 
given to consignee, and the period of free time allow- 
ance has expired, except for the following causes: 
weather interference, bunching of cars, demand of over- 
charge, delayed or improper notice by carrier and rail- 
road errors or omissions. A mistake by consignee as to 
the manner of computing time is not within any of the 
above-excepted causes, and there seems to be no suffi- 
cient ground upon which the consignee could properly 
refuse to pay the demurrage charge in the case sub- 
mitted. 

cd * n 
Carriers Substituting New Bills of Lading in Reconsigned 
Shipments. 


Kansas.—‘We ship vegetables in car lots. As a rule 
the cars are shipped to certain points for convenience in 
distributing over the country. The custom of one road 
is to use the original bill of lading, changing the desti- 
nation, etc., to show that the shipment has been diverted 
to another point. The custom of other roads is to issue 
an exchange lading. Are we to consider that the changed 
lading, or the exchange lading, is a new contract with 
carriers, or are we to suppose that the original contract 
entered into is merely being extended? Many times 
carriers’ agents at diverting points require a change in 
some of the provisions which were originally incor- 
porated in the bills of lading. Sometimes we desire a 
change or new instructions incorporated in the exchange 
ladings. We desire your opinion as to the legal phases of 
the question.” 

Any change in destination or consignee is in sub- 
stance a new contract with the carrier. If one carrier 
simply notes such change on the original bill of lading 
and reissues the same, while another carrier cancels it 
and substitutes a new bill of lading, this is simply a 
matter of custom, or possibly tariff regulation, without 
in any wise changing the legal force and effect of the 
transaction. Reconsignment is usually a matter of tar- 
iff regulation. It is a privilege, not a right to be de- 
manded by shippers, and can only be required by the 
Commission where necessary to correct unjust discrimi- 
nation. This method is used frequently by shippers to 
“test the market” at a particular point, or to distribute 
part lots of goods held in store by the carrier. The 
shipper of perishable products is enabled to divert his 
shipment from a market already overstocked, thus often 
converting a prospective loss into a gain. Reconsign- 
ment is allowed under tariffs in two distinct classes of 
cases, viz., in transit, without any additional charge 
being made, and at terminal, which usually involves a 
special charge. Any reasonable requirement by a carrier 
by which it may more conveniently and in better eviden- 
tiary form set out the changed conditions in the original 
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pill of lading by reason of reconsignment allowance can- 
not be objected to by the shipper. 


* * * 
Carrier at Fault to Bear Burden in Misrouted Shipments. 


North Carolina.—“Some time ago we had a carload of 
goods out of Illinois shipped us O/N which was mis- 
routed against the bill of lading by the carriers. We were 
in urgent need of the goods, but same was delayed about 
15 days and arrived over line other than that designated 
in bill of lading, with overcharge of $134.65. The de- 
livering line knew that shipment in question was mis- 
routed and admitted at time of delivery that $134.65 was 
the exact amount of overcharge, but they absolutely re- 
fused to refund us until investigation was made. Under 
such conditions, could not we have legally required the 
railroad to assess us for proper amount at time of de- 
livery? Suppose they had. refused to do this, could not 
we have allowed shipment to remain in their possession 
until proper charges were made without being required 
to pay demurrage, and would not carrier be responsible 
for the goods in the meantime in case same were de- 
stroyed?” 
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The delivering carrier must charge and collect the 
rate via the route over which the shipment actually 
moved, even though misrouted through error of the initial 
or intermediate carrier. The lawful charge on any ship- 
ment is the tariff rate via the route over which the ship- 
ment moves. No carrier can lawfully refund. any part 
of the lawful charge except under authority so to do 
from the Commission. See rule 214 (a), Conference Rul- 
ings, Bulletin No. 6. In rule 220 (e) the Commission held 
that the shipper should pay the lawfully published charges 
applicable via the route over which the shipment moves, 
and make claim for refund against the carrier guilty 
of the misrouting. If such carrier refuses to pay the 
same, the shipper’s only recourse is by application to 
the Commission. The Commission will not ordinarily in- 
clude in reparation award demurrage charges which 
accrue pending adjustment or subsequent to consignee’s 
refusal to accept the shipment and pay the lawful charges 
thereon, but in special cases it has allowed such demur- 
rage to be included in the amount of refund. The carrier 
would be responsible only as a warehouseman for lossef 
occurring after the arrival of the goods and pendin 
adjustment of freight charges. 





Docket of The Commission 





OPIES of the testimony or oral argument, or extracts therefrom, taken by the official stenog- 
66( raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12!4 
cents per page of approximately 200 words. Application and payment therefor should 
be made directly to them.” (Interstate Commerce Commission, Special Order No. 1, 


Series of 1909.) 


Application for transcripts of testimony taken at Washington should be directed to Hulse & 
Allen, Whitford Bidg., Washington, D. C., and application for transcripts of testimony taken outside 
of Washington should be addressed to Hulse & Allen, 115 Broadway, New York. 


Advertisement 





Note.—Items in the Docket marked with an asterisk 
(*) are new and have not been carried in the publication 
during the preceding week. 





May 17—Argument at Washington, D. C. 
Case No. 4961—Atlanta Journal Co. et al. vs. S. A. L. 
Ry. et.al. 
Case No. 5026—Mayor and City Council of Vienna, Ga., 
vs. Ga, Sou. & Fla. Ry. Co. et al. 
Case No. 5080—La Grange Chamber of Commerce vs, 
Atlanta & West Point Ry. Co. et al. 
Case No. 4974—Victor Mfg. Co. et al. vs. Southern 
Ry. Co. 
Case No. 5313—J. W. Sproles vs. S. A. L. et al. 
May 19—Hearing at Washington, D. C., before Commis- 
sioner Clements. 
Case No. 4189—Norcross Bros. Co. vs. L. & N. R. R. 
Co. et al. 
May 19—Argument at Washington, D. C. 
Case No. 4606—Youngstown Sheet & Tube Co. et al. vs. 
P. & L. E. R. R. Co. 
Case No. 4608—Youngstown Sheet & Tube Co. et al. vs. 
L. S. & M.S. Ry. et al. 
May 19—Hearing at Ft. Wayne, Ind., before Special Ex- 
aminer Henderson. 
Case No. 5224—Fullerton-Powell Hardwood Lumber 
Co. vs. Morehead & North Fork R. R. Co, et al. 
May 20—Hearing at Lafayette, Ind., before Special Ex- 
aminer Henderson. 
Case No. 5121—Charles W. Brackney et al. vs. C.& 
N. W. Ry. Co. et al. 
May 20—Argument at Washington, D. C. 
Case No. 4894—John I. Rogers et al. vs. B. & O. R. R. 
Co. et al. 
Case No. 4923—Douglas & Co. vs. Ill. Cent. R. R. Co. 
et al. 


May 20—Hearing at Washington, D. C. 

Case No. 5393—National Baggage Committee vs. 
A. T. & S. F. Ry. Co. et al. 

May 21—Hearing at St. Louis, Mo., before Special Ex- 
aminer Henderson, 

Case No. 5533—Napoleon Hill Cotton Co. vs. M. K. 
& T. Ry. Co. 

Case No. 5660—French Battery & Carbon Co. vs. 
L. S. & M. S. Ry. Co. et al, 

May 21—Argument at Washington, D. C. 

Case No. 4656—Columbia Chamber of Commerce vs. 
Sou. Ry. Co. et al. 

Case No. 5336—McCaa Coal Co. vs. Coal & Coke Ry. Co. 
a Case No, 5358—Morris Fork Coal Co. vs. Coal & Coke 

y. Co. 
May 22—Argument at Washington, D. C. 

Case No. 5354—In the matter of practices and regu- 
lations governing the issuance, sale and exchange of 
mileage books. 

May 22—Hearing at Burlington, Ta., before Special Ex- 
aminer Henderson. 

Case No. 5632—Lagomarcino-Grupe Co. vs, C. B. & 
Q. R. R. et al. 

Case No. 5288—Lagomarcino-Grupe Co. vs. C. R. I. 
& P. Ry. Co. et al. 

Case No. 5203—Huiskamp Bros. Co. vs. C. & N. W. 
Ry. Co. 

May 23—Hearing at Dubuque, Ia., before Special Ex- 
aminer Henderson. 

pe No. 5497—East Dubuque Supply Co. et al. vs. 

. Cent. R. R. Co. et al. 

oa No. 5498—East Dubuque Sessty Co. vs. Ill. 
Cent. R. R. Co, et al. 

May 22—Arguments at Washington, D. C. 

Case No. 5191—Anderson-Tully Co. et al. vs. M. La. 

& Tex. R. R. Co. & S. S. Co. et al. 
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May 24—Hearing at Des Moines, Ia., before Special Ex- 
aminer Henderson, 

Case No, 5280—Marshall Oil Co. of Iowa vs. C. Gt. 
West. R. R. Co. et al. 

Case No. 5663—Kune Grain Co. 
R. Co, et al. 

May 26—Hearing at Sioux City, Ia., before Special Ex- 
aminer Henderson. 

Case No. 5202—Sioux City Brewing Co. vs. C. M. & 
St. P. Ry. Co. et al. 

Case No. 4984—Archie Floran et al. vs. 
Fargo Co. et al. 

Case No, 5048—Livingston Bros. vs. 
Ry. Co. et al. 

Case No. 5104—Dakota & Western Ry. Co. vs. Rapid 
City B. H. & West. R. R. et al. 

May 26—Hearing at Washington, D. C., before the Com- 
mission: 

Case No. 3666—In the matter of the regulations for 
the transportation of explosives and other dangerous 
articles by freight and by express. 

Upon the question of proposed amendments of or 
additions to the Commission’s regulations governing the 
transportation of explosives and other dangerous articles. 

May 26—Hearing at Washington, D. C., before Special 
Examiner Thurtell. 

Fourth Section 
P. Ry. 

Fourth 
Ss. S. M. 

Fourth 
O. Ry. 

Fourth Section Application No. 69 C. & N. W. Ry. 

May 27—Hearing at Sioux City, Ia., before Special Ex- 
aminer Henderson. 

Case No. 5399—Flanley Grain Co. vs. 
Co. et al. 

Case No. 5627—Warfield-Pratt-Howell Co. vs. C. M. 
& St. P. Ry. Co. 

May 29—Hearing at Omaha, 
aminer Henderson. 

Case No. 4837—Omaha Cooperage Co. vs. IIl. 
R. R. Co. et al, 

Case No. 5258—Geo. 
Co. et al. 

Case No. 5372—Baum Coal Co. vs. C. & N. W. Ry. 
Co, et al. 

Case No. 5379—Bradford-Kennedy 
Tex. & N. O. R. R. Co. et al. 

Case No. 5467—Gavess Elevator Co. et al, vs. Mo. 
Pac: Ry. Co. et al, 

Case No. 5666—H. F. Cady 
S. F. Ry. Co. et al. 

May 30—Hearing at Omaha, 
aminer Henderson. 

Case No, 5310—Commercial 
B. & Q. R. R. Co. et al. 

Case No. 5378—M. C. Peters Mill Co. vs, C. B. & Q. 
R. R. Co. et al. 

Case No, 5449—Dodds Lumber Co. vs. C. 
R. R. Co. et al. 

Case No. 5567—Beatrice Commercial Club vs. C. B. 
& Q. R. R. Co. et al. 

Case No. 5559—C. W. Hull Co. vs. Elgin J. & E. Ry. 
Co. et al. 

Case No. 5597—C. W. Hull Co. vs. C. B,. & Q. R. R. 
Co, et al. 

June 2—Hearing at Kansas City, Mo., before Special Ex- 
aminer Henderson. 

Case No. 5401—Southwestern Missouri Millers’ Club 
vs. St. L. & S. F. R. R. Co. 

Case No. 5478—Thomas A. Osborne vs. A. T, & S. 
F. Ry. Co. et al. 

Case No. 5589—United Kansas Portland Cement Co. 
vs. Mo. Pac. Ry. Co. et al. 

June 3—Hearing at Kansas City, Mo., before Special Ex- 
aminer Henderson. 

Case No. 5603—Peycke Bras. Commission Co. vs. 
Fla. E. C. Ry. Co. et al. 

Case No. 5610—Waterman Lumber & Supply Co. 
vs. Texas & Gulf Ry. Co. et al. 

Case No. 5620—C. ©. Clemons Produce Co. vs. C. & 
A, R. R. Co, et al. 
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Wells- 


C. M. & St. P. 


Application No. 2877 C. M. & St. 


Section Application No. 1980 M. St. . 
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Neb., before Special Ex- 
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R. R. 


H. Lee Co. vs. Ill. Cent. 


Lumber Co. Vs. 


Lbr. Co. vs. A. T. & 
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Club of Omaha vs. C. 
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Case No. 5636—Kansas City Hay Co. vs. Mo. Pac. 
Ry. Co. et al. 
June 5—Hearing at Topeka, 
aminer Henderson. 
Case No. 5625—Millers Grain Co. vs. A. T. & S. F. 
Ry. Co, et al, 
June 6—Hearing at Salina, 
aminer Henderson. 
Case No. 5611—Salina Produce Co. vs. Mo. Pac. 
Co. et al. 
June 7—Hearing at Wichita, Kan., 
aminer Henderson. 
Case No. 5352—Volco Mfg. Co. vs. A. T, & S. F. 
Co. et al. 
Case No. 5484—Enns Milling Co. vs. 
Ry. Co. et al. 
June 9—Hearing at Bartlesville, Okla., before Special Ex- 
aminer Henderson, 
Case No. 5586—Bartlesville Supply Co. vs. 
S. F. Ry. Co. et al. 
June 10—Hearing at Oklahoma City, Okla., before Special 
Examiner Henderson. 
Case No. 5590—Bigham & Rose vs. Tex. & Pac. Ry. 
Co. et al, 
Case No. 
et al, 
Case No. 5649—Corporation Commission of Okla. vs. 
K. C. M. & O. Ry. Co. et al, 
June 12—Hearing at McAlester, Okla., before Special Ex- 
aminer Henderson. 
Case No. 5301- 
Co, et al. 
June 13—Hearing at Ft. Smith, Ark., before Special Ex- 
aminer Henderson. 
Case No. 5551—T. G. Long & Co. <«s. St. L. 
R. R. Co. 
June 14—Hearing at Little Rock, 
Examiner Henderson. 
Case No. 5476—Samuel Preston Davis vs, St. L. L 
M. & Sou. Ry. Co. et al, 
Case No. 5565—Scott-Mayer Commission Co. vs. C. 
R. L & P. Ry. Co. oe ai. 
Case No. 5594—George H. Lee vs. St. L. So. Wn. Ry. 
Co. 
Case No. 4687—Scott-Mayer Commission Co. vs. A. 
T. & S. F. Ry. Co. et al. 
Case No. 5248—Merchants’ Frt. 
Rock vs. St. L. I. M. & Sou. et al. 
June 17—Hearing at St. Louis, Mo., 
aminer Henderson. 
Case No. 5454—Stewart Green Lumber Co. et al. vs. 
St. L. I. M. & Sou. Ry. et al. 
Case No. 5469—Pendleton Grain Co, vs. Term. R. R. 
Assn. of St. Louis. 
June 18—Hearing at Evansville, Ind., before Special Ex- 
aminer Henderson. 
Case No. 5366—Geo. L. 
R, R. Co. et al. 


Kan., before Special Ex- 


Kan., before Special 


before Special 
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5639—Millers Bros. vs. Mo. Pac. Ry. Co. 


Clyde Stewart vs. M. K. & T. Ry. 


& S. F. 


Ark., before Special 


Bureau of Little 


before Special Ex- 


Meeker & Co. vs. Ill. Cent. 


COMPLAINTS 


Digest of New Petitions Flled with the Interstate 
Commerce Commission 


No. 5740. Samuel Preston Davis, Little Rock, Ark., vs. 
the Chicago, Rock Island & Pacific et al. 

Against a rate of 30 cents per 100 on shipments of 
cottonseed meal from Searcy, Ark., to Franklin, La., 
as being unjust, unreasonable and unduly discriminatory 
when compared with a rate of $3.50 per ton applied on 
shipments to New Orleans, which are in active com- 
petition with those to Franklin. Cease and desist 
order, maxima rates and reparation asked for. 

No. 5741. . Harry R. Browne, Cincinnati, O., vs. Southern 
Railway et al. 

Against a rate of 21 cents per 100 pounds on ship- 
ments of lumber from Kennedy, Ala., to Cincinnati, 
as being unreasonable, unjust and discriminatory. 
Cease and desist order, the establishment of maxima 
rates and reparation asked for. 

No. 5742. Smith System Heating Co., Minneapolis, Minn., 
vs. Great Northern Railway et al. 
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Charges excessive charge on shipments of furnaces 
and parts from Minneapolis to Denver owing to failure 
of carrier to furnish equipment called for. Rule asked 
for which will govern future shipments of like char- 
acter, so as to protect the minimum weight require- 
ments, maxima rates and reparation. 

No. 5743. Henry Holverscheid & Co. vs, the Baltimore 
& Ohio et al. 

Alleges excessive rates and charges on shipments of 
bituminous coal from Valley, Pa., to Bedford, Ind., due 
to alleged misrouting. Cease and desist order and 
reparation asked for. 

No. 5744. American Well & Prospecting Co. of Corsicana, 
Tex., vs. St. Louis Southwestern et al. 

Against a rate of 75 cents on rough iron castings 
from St. Louis, Mo., to Corsicana, Tex., as being un- 
reasonable, excessive, unjust and unduly discriminatory. 
Maxima rates and reparation asked for. 

No. 5745. Chamber of Commerce of Houston, Tex., vs. 
International & Great Northern Railway Co, et al. 

Charges that the present system of rates from Hous- 
ton to Louisiana points are unjustly discriminatory and 
in favor of St. Louis, Chicago, Kansas City, Memphis, 
ete. Ask for a hearing and investigation, cease and 
desist order and readjustment of rates. 

No. 5746. Atlas Brewing Co. of Chicago vs. the Penn- 
sylvania Co. 

Against a charge of 3 cents per 100 pounds on empty 
beer carriers from Indiana Harbor, Ind., to Chicago as 
being unjust. Cease and desist order, maxima rates 
and reparation asked for. ; 


No, 5747. Ludowici-Celadon Co. of Chicago vs. the At- 
lantic Coast Line Railroad Co. ° 
Alleges that regulations governing notification to 
shippers of consignments are unjust and unreasonable. 
The establishment of reasonable regulations called for. 


No. 5748. The R. O. Campbell Coal Co. of Atlanta, Ga., 
vs. the Louisville & Nashville et al. 

Alleges excessive charges on shipment of coal from 
Habersham, Tenn., to Tifton, Ga., due to alleged mi.- 
routing. Reparation asked for. ° 

No. 5749. The Hoosac Tunnel & Wilmington Railroad of 
Hoosac Tunnel, Mass., vs. the Delaware & Hudson and 
the Boston & Maine R. R. 

Charges that demurrage rules and practices by de- 
fendant leading to unjust charges, accruing by reason 
of defendant failing to supply cars as required. Repa- 
ration asked for. 

No. 5750. Northern Wood Co. of Chicago, Ill., vs. Chicago 
& Northwestern et al. 

Against a charge of 16 cents on shipments of fuel 
wood from Oconto, Wis., to Homewood, Ill., as being 
unjust and unreasonable. The establishment of maxima 
rates asked for and reparation. 


No. 5751. Dean Electric Co. of Elyria, O., vs. the Lake 
Shore & Michigan Southern et al. 

Against the practice of classifying electric signal 
apparatus under a double first-class rating with bicycles, 
automobiles, etc., as being excessive, unjust and unrea- 
sonable. Claim that a just and reasonable rate would 
be first class. Ask for the establishment of just and 
reasonable maxima’ rates to be applied on shipment of 
such merchandise between Elyria and San Francisco 
and reparation. 


No. 5752. The Houston Real Estate Exchange of Hous- 
ton, Tex., vs. Missouri, Kansas & Texas Railway Co. 
Unlawful discrimination and preference in “Home- 
seekers’” rates, in favor of Dallas and Brownsville as 
against Houston from St. Louis and Kansas City, whilst 
from Chicago the rates are the same to all three 
points. Ask for a cease and desist order and a removal 
of the alleged discriminations for the future and the 
establishment of such maxima rates as the Commission 
may deem to be just and reasonable. 


No. 5753. Delphos Manufacturing Co., Delphos, O., vs. 
Pennsylvania Co. et al. 

Alleges that blanketing of the C. L. rate of 12% cents 
on spelter from East St. Louis to Delphos, Pittsburgh, 
Baitimore and other eastern points constitutes an undue 
discrimination against it and in favor of manufacturers 
of galvanized-iron sheets at the more distant points. 
Delphos is only 394 miles from East St. Louis, while 
Pittsburgh is 613 miles and Baltimore more than 900 
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miles. Demands a reasonable rate under Pittsburgh 
and Baltimore. 

No. 5754. Beaumont (Tex.) Chamber of Commerce vs. 
Gulf, Colorado & Santa Fe et al. 

Alleges recent increase of class rates from Beaumont 
to Louisiana points, running from 4 to 8 cents, con- 
stitutes an undue discrimination against Beaumont and 
in favor of New Orleans, by reason of the fact that 
New Orleans has lower inbound rates, enabling distrib- 
utors to get to markets near Beaumont on lower totals. 
Demands reasonable rates. 

No. 5755. Hayes Mining Co., Ironwood, Mich., vs. Chicago 
& Northwestern. 

Alleges increase of iron ore rate from Ironwood to 
Ashland from 40 to 45 cents and imposition of dock 
storage charges of 4 cent per ton for each ten days 
after ten days’ free time, constitutes a violation of the 
first section. Demands reasonable rate and gives notice 
of demand for reparation if forced to ship under new 
rates, when navigation opens. 

No. 5756. Arizona Lumber and Timber Co. vs. Atchison, 
Topeka & Santa Fe. 

Alleges imposition of rate on box shooks of 72% 
cents from Flagstaff to Globe, Ariz., via Los Angeles 
instead of via Ash Fork and Phoenix is unjust and 
unreasonable and in contravention of order of Commis- 
sion in Opinion No. 2821. Demands inclusion of box 
materials in classification as per that order and repara- 
tion. 

No. 5757. Lindsay-Walker Co. and Virden & Luke Co. 
of Billings, Mont., and Sheridan, Wyo., against the 
Southern Pacific et al. 

Allege the $1.15 rate on oranges and lemons from 
California points to Billings, Sheridan and other points 
in Montana and Wyoming is unjust and unreasonable 
in that it exceeds $1. Demand reduction to the point 
of reasonableness and reparation. 

No. 5758. American Round Bale Press Co., New York 
City, vs. Atchison, Topeka & Santa Fe. 

Alleges imposition of same rates on cotton regardless 
of space used by different styles of bales, results in 
unjust, unreasonable and unduly discriminatory rates 
on round bales such as are produced by compresses of 
complainant and other manufacturers making similar 
machinery in that bales made by what they call anti- 
quated processes take up twice as much space in a 
standard car as the round bale. Demand reasonable 
rates between Houston and Galveston to New Orleans. 

No. 5759. Anderson, Clayton & Co., Oklahoma City, vs. 
Atchison, Topeka & Santa Fe. 

Alleges unjust and unreasonable rates on round baled 
cotton shipped to Galveston, Texas City and New Or- 
leans for beyond. Demands rate on round bales not 
more than 66% of the existing rates. 

No. 5760. Eastern Shore Development Steamship Co.; 
Baltimore, Md., vs. Baltimore, Chesapeake & Atlantic 
Railway Co., Washington, Baltimore & Annapolis Elec- 
tric Railroad Co. and Washington Railway & Electric 
Co. 

Alleges undue discrimination on part of respondents 
in demanding full local rates as divisions on joint 
through rates, rail-and-water, between Washington and 
Claiborne, Md., via its steamers in favor of steamers 
of B. C. & A. Co. operated in connection with the 
Pennsylvania and Baltimore & Ohio over what they 
call the long and circuitous route via Baltimore, which 
necessitates transfer across the city of Baitimore. De- 
mands the maintenance of physical connection between 
its docks and the railroad tracks and reasonable divi- 
sion of joint through rates and reparation. 

No. 5761. A. B. Curie Co., Omaha, Neb., against the Chi- 
cago & North-Western et al. 

Excessive charges on a shipment of one car of coal 
from New Baden, IIl., to Crofton, Neb., owing to alleged 
failure to obey routing instructions. Reparation de- 
manded. 

No. 5762. Fitzpatrick Drug Co., Helena, Ark., against 
Yazoo & Mississippi Valley Railroad Co. et al. 

Excessive rates from Varnon, Ala., to Helena, Ark., in 
that they are claimed to exceed the rates to more dis- 
tant points. The establishment of maxima rates asked 
for and reparation, 

No. 5763. Howard P. Damon et al., commercial travelers 
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of Grand Rapids, Mich., against the Crosby Transporta- 
tion Company et al. 

Against an alleged refusal to interchange tickets be- 
tween points in the State of Wisconsin and in Michigan 
with the Grand Rapids, Grand Haven & Muskegon Rail- 
way Co., resulting in alleged unjust, unreasonable and 
discriminatory transportation charges. Cease and desist 
order asked for and the establishment of through routes 
and joint rates between Grand Rapids, Mich., and Mil- 
waukee, Wis 

No. 5764. Bascom-French Company et al., of Las Cruces, 
New Mexico, against the Atchison, Topeka & Santa Fe 
et al. 

Against a rate of 34 cents on shipments of lumber 
and articles taking the lumber rates, from points on the 
lines of the carriers named in Louisiana and Texas to des- 
tinations in New Mexico, as being unreasonable, unfair 
and unjust. Ask for a rate not to exceed 28 cents or 
such other rate as the commission may deem to be fair 
and reasonable, and reparation to the basis of what 
shall be declared to be the reasonable rate. 

No, 5765. Owens Bottle Machine Company, Fairmont, W. 
Va., against the Baltimore & Ohio Railroad et al. 

Against a rate of 23 cents per 100 pounds, in carload 
lots, minimum 28,000 pounds, for the shipment of glass 
bottles from Fairmont, W. Va., to Madison, Ind., as be- 
ing unreasonable, excessive and discriminatory. Ask for 
the esablishment of a through rate of not to exceed 18 
cents or such other rates as the commission may deem 
to be just and reasonable, and reparation to the amount 
of $1,604.99. 


No. 5766. 


York, New Haven & Hartford Railroad Company. 
Against a rate of 12 cents per 100 pounds on shipments 
of building granite, not polished, from Quincy, Mass., to 
Woodlawn Station, N. Y., as being excessive, unreason- 
able and unjust. Ask for the establishment of maxima 
rates not in excess of 10 cents, or such other rates as 
the Commission may deem to be just and reasonable. 
Reparation asked for. 
No. 5767. 


J. E. Williams, Elkins, W. Va., vs. Western 
Maryland et al. 
Against a rate of 22 cents per 100 pounds on rail- 


road ties from Elkins, W. Va., to Cuyahoga Falls, 
Ohio, as being unjust and unreasonably discriminatory. 
Asks for rate not in excess of 15 cents and reparation. 

No. 5768. Salt Lake Glass & Paint Co., Salt Lake City, 
Utah, vs. C. M. & St. P. et al. 

Against a charge of 97 cents on wall finish from 
Chicago to Salt Lake City, as being unreasonable, ex- 
cessive and unjust. Reasonable rates and reparation. 

No. 5769. Pueblo Commerce Club of Pueblo, Colo., vs. 
Denver & Rio Grande R. R. 

Alleged unjust and unreasonable class rates between 
Denver, Pueblo and Durango. Ask for reasonable and 
just rates. 


INFORMALREPARATION ORDERS 


25561. Ahern, C. A., vs. Sou. Pac. Co. et al.: Order entered 
April 18, 1913, directing refund of $4.86, account of unreason- 
able rate applied on six shipments of liquor, etc., from San 
Francisco, Cal., to Virginia City, Nev., during period Jan. 4 
to 21, 1911. 

23843. American Furniture Co. vs. Cumberland Valley R. R. 
Co.: Order entered April 1, 1913, directing refund of $16.00, 
account drayage incurred due to misrouting of one carload 
common furniture from Martinsville, Va., to Newark, N. J., 
on Sept. 13, 1911. 


20128. American Steel Foundries vs. Pennsylvania Co. et al: 
Order entered April 17, 1913, directing refund of $17.26, ac- 
count of unreasonable rate applied on four carloads of car 
couplers from Alliance, O., to Joliet, Ill, during May and 
July, 1941. 

22481. American Steel & Wire Co. vs. Elgin, Joliet & Eastern 
Ry. Co. and C., M. & St. P. Ry. Co.: Ordere entered April 26, 


1913, directing refund of $9.08, 
applied on one carload of coiled agricultural implement 
springs and coiled springs, forwarded from Waukégan, IIL, 
to Horicon, Wis., Dec. 29, 1911. 

22989. American Steel & Wire Co. vs. D., T. & I. Ry. Co. et al: 
Order enterei April 25, 1913, directing refund of $15.07, ac- 
count of unreasonable rate on one mixed carload woven wire 
fence, barbed wire and fixtures, from Tecumseh, Mich., to 
Ridgeland, Wis., on Nov. 14, 1911. 

25548. American Steel & Wire Co. vs. Elgin, Joliet & Eastern 
Ry. Co. et al.: Order entered April 26, 1913, directing refund 
of $40.60, account of unreasonable rate applied on one mixed 
carload of woven wire fencing, gates and fittings, forwarded 
from Waukegan, Ill, to St. Marys, Mo., Dec. 30, 1911. 
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24817. Aragon Coffee Co. vs. R., F. & P. R. R. Co, et al 
Order entered April 18, 1913, directing refund of $468.51, ac 


count unreasonable rate applied on 15 carloads of chico: 
forwarded from Flushing, L. IL, to Richmond, Va., on variou 
dates in 1912. 

16707. Armour & Co. vs. C., R. l & P. Ry. Co. et al.: Ord: 
entered April 18, 1913, directing refund of $198.00 on accoun 
of unreasonable rate applied on 11 carloads of sweet picklk 


meat from North Ft. Worth, Tex., to Brooklyn, N. Y., du 
ing the period from June 3, 1909, to July 8, 1910. 
22662. Armour & Co. vs. M. P. Ry. Co. et al: Order entere 


April 26, 1913, directing refund of $67.77, account unreasonal 


rate applied on two less than carload shipments of chees: 
forwarded from Kansas City, Mo., to Laredo, Tex., Aus 
16, 1910. 

22723. Armour & Co. vs. Texas & Pacific Ry. Co.: Order e1 
tered April 26, 1913, directing refund of $197.64, account u! 


reasonable rate applied on three carloads of packing-hou 


products, forwarded from Ft. Worth, Tex., to El Paso, Tex 
from June 14 to July 5, 1911. 
22959. Armour & Co. vs. M. P. Ry. Co. et al.: Order enters 


April 25, 1913, directing refund of $46.58, account cf unreaso! 


able rate on two carloads of lard from Kansas City, Mo., 
Monterey, Mexico, on June 9 and June 21, 1911. 
21679. Arndt, M. S., vs. A., T. & S. F. Ry. Co.: Order enters 


April 26, 1913, directing refund of $0.48, account unreasonab] 
rate applied on one shipment of cotton hosiery forward: 
from Chicago, Ill., to Stockton, Cal., on June 3, 1910. 

19665. Bettendorf Axle Co. vs. C., R. Il & P. Ry. Co. et al 
Order entered April 26, 1913, directing refund cf $6.20, accoul 
unreasonable rate applied on one carload of car castings 
forwarded from Columbus, O., to Bettendorf, Ia., Jan. 15, 191' 

25691 and 25901. Bird, S. M., vs. Southern Kansas Ry Co, of 
Tex, et al.: Order entered April 25, 1913, directing refund « 


$35.03, account unreasonable rate on two carloads cane see 
from Panhandle, Tex., to Kansas City, Mo., on April 22 and 
April 23, 1912. 

21856. Block-Pollak Iron Co, vs. C., M. & St. P. Ry. Co. et al. 
Order entered April 18, 1913, directing refund of $76.70 01 


account of an unreasonable rate applied on nine carloads of 
scrap iron from Milwaukee, Wis., to Portsmouth, O., during 
the period from May 10 to June 13, 1910. 

18526. Bly, E., vs. C., B. & Q. R. R. Co.: Order entered April 
26,¢1913, directing refund of $50.79, account of unreasonabl: 
rate applied on two carloads of sheep, forwarded from Peetz 
Colo., to Greeley Center, Neb., May 25, 1910, and two ship 
ments of sheep from Schaupps, Neb., to South Omaha, Neb 
Dec. 21, 1910, and Jan. 20, 1911. 

24815. Booth, T. M., & Son vs. Southern Express Co.: Order 
entered April 18, 1913, directing refund of $7.15, account un 
reasonable rate applied on three shipments of eggs for- 
warded from Pulaski, Tenn., to Birmingham, Ala., during 
the month of January, 1911. 

13090. Brazil Hollow Brick & Tile Co. vs. 
and Ill. Cent. R. R. Co.: Order entered 
recting refund of $5.00 on account of an 
applied on one carload of hollow brick forwarded from 
Ind., Jan, 17, 1910, to Alma, Il. 


Vandalia R. R. Co 
April 17, 1913, di 
unreasonable rat 

Brazil, 


25038. Bridge & Leonard vs. C. & N. W. Ry. Co. et al: Orde 
entered April 18, 1913, directing refund of $10.66 on account 


of an unreasonable rate applied on one carload of hay from 
Woodville, Wis., to Chicago, Ill. 

25880. Brown & Adams vs. Merchants’ & Miners’ Trans. Co 
et al.: Order entered April 19, 1913, directing refund of $23.74, 
account unreasonable rate applied on two carloads of wool 
forwarded on June 3, 1910, from Arimo, Ida., to Boston, Mass. 

21018. Builders’ Sand Co. vs. St. L. & S. F. R. R. Co.: Order 
entered April 26, 1913, directing refund of $16.62. account 
unreasonable rate applied on one carload of sand, forwarded 
from Kansas City, Mo., to Ozark, Mo., May 29, 1911. ; 

25356. Burke Tanning Co. vs. Southern Ry. Co. et al.: Order 
entered April 18, 1913. directing refund of $118.74, account 
unreasonable rate applied on one carload of dry tanning ex- 
tract shipped on Dec. 18, 1911, from Morganton, N. C., to 
Kushequa, Pa. ; : 

23838. California Sugar & White Pine Agency vs. Chicago & 
Erie R. R. Co.: Order entered April 18, 1913, directing re- 
fund of $18.82 on account of an unreasonable rate applied 


on one carload of lumber shipped April 15, 1910, from Del- 
leker, Cal., to Dayton, O. 

23552. Campbell, C. B., vs. Union Pac. R. R. Co. et al.: Order 
entered April 18, 1913, directing refund of $1.75 on account 


of an unreasonable rate applied on four shipments of various 
commodities forwarded during the months of September and 
October, 1910, from Zanesville, O., and Chicago, Ill., to Jules- 
burg, Colo. 


25368. Cambria Steel Co. vs. P. R. R. Co. et al.: Order entered 
April 18, 1913, directing refund of $48.93, account unreason- 
able rate applied on 23 shipments of steel angles, plates, bars 
and beams from Johnstown, Pa., to Alliance, O., during period 
March 11 to April 21, 1912, inclusive. 

25932. Campbells Creek Coal Co. vs. B. & O. S. W. Ry. Co. 
Order entered April 18. 1913, directing refund of $3.03, account 
of an unreasonable minimum weight applied on a carload of 
lump coal forwarded from Cincinnati, O., to Milan, Ind. 

19887. Cannon Co. vs. A. C. L. R. R. Co.: Order entered April 
18, 1913, directing refund of $27.04 on account of an unrea- 
sonable rate applied on one carload of empty syrup barrels 


from Cairo, Ga., to Montgomery, Ala., on Sept. 13, 1910. 

22049. Carnegie Steel Co. vs. P. R. R. Co. et al.: Order en- 
tered April 26, 1913, directing refund of $84.11, account un- 
reasonable rate applied on three carloads of steel rails, for- 
warded from Bessemer, Pa., to Hallsboro, N, C., during the 
period from Oct. 21 to Oct. 27, 1911. 

25495. Carnegie Steel Co. vs. P. R. R. Co. et al.: Order’ en- 
tered April 18, 1913, directing refund of $5.51, account un- 
reasonable rate on one carload ingot molds and stools from 
Bessemer, Pa., to Mingo Junction, O., Dec. 2, 1911. 

22625. Central Coal & Coke Co. vs. A., T & S, F Ry. Co.: 


Order entered April 26, 1913, directing refund of $95.41, ac- 
count unreasonable rate applied on four carloads of coal, 
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forwarded from Cherokee, Kansas, to Weir, Kansas, during 
the period from July 8 to 28, 1911. 

17175. Chandler, E. L., Co. vs. B. & M. R. R. et al.: Order 
entered April 16, 1913, directing refund of $1,724.74 on account 
of an unreasonable rate applied on 103 carloads of lumber 
shipped during the period from June, 1909, to May, 1910, 
from various points to Orleans, Vt. 

21201. Cincinnati Cooperage Co. vs. Louisville, Henderson & 
St. L. Ry. Co.: Order entered April 26, 1913, directing re- 
fund of $166.08, account unreasonable rate applied on six 
carloads of staves forwarded from Vanzant and Hardinsburg, 
Ky., to Cincinnati and Sedamsville, O., in 1910. 

22883 and 22885. Colonial Sugars Co. vs. A., T. & S. F. Ry. Co. 
et al.: Order entered April 25, 1913, directing refund of $72.00, 
account unreasonable rate on two carloads of sugar from 
Gramercy, La., to Stillwater, Okla., on June 29 and Aug. 
19, 1910. 

22884. Colonial Sugars Co. vs. A., T. & S. F. Ry. Co. et al: 
Order entered April 25, 1913, directing refund of $72.00 on 
account of unreasonable rate applied on one carload of sugar 
from Gramercy, La., to Shattuck, Okla., June 8, 1910. 

22886. Colonial Sugars Co. vs. A., T. & S. F. Ry. Co. et al.: 
Order entered April 18, 1913, directing refund of $32.40, ac- 
count unreasonable rate applied on one carload sugar from 
Gramercy, La., to Norman, Okla., on June 3, 1910. 

21753. Connell Brothers Co. vs. No. Pac. Ry. Co. et al.: Order 
entered April 26, 1913, directing refund of $122.23, account un- 
reasonable rate applied on six carloads of cauliflower for- 
warded from California points to Seattle, Wash. 

25512. Converse Bridge Co. vs. P. & R. Ry. Co, et al.: Order 
entered April 18, 1913, directing refund of $66.32, account un- 
reasonable rate on one carload iron from Pottsville, Pa., to 
Fordtown, Tenn., May 3, 1912. . aa ; 

22445. Couch Bros. Mfg. Co. vs. Southern Ry. Co, in Mississippi 
et al.: Order entered April 26, 1913, directing refund of 
$124.51, account unreasonable rate on one carload cottonseed 
hull shavings from Greenwood, Miss., to East Point, Ga., 
Oct. 18, 1910. ps 

21061. Crystal Ice Co. vs. Southern Ry. Co.: Order enterea 
April 1, 1913, directing refund of $35.52, account unreasonable 
rate applied on one carload ice from Chattanooga, Tenn., to 
Six Mile, Ga., on March 24, 1910. 

25559. Cumberland Glass Manufacturing Co. vs. Central R. R. 
Co. of N. J. and P. R. R. Co.: Order entered April 26, 1913, 
directing refund of $206.60, account of unreasonable rate ap- 
plied on seventeen shipments of glass bottles, forwarded 
from Bridgeton, N. J., to Harmarville, Pa., during the period 
from Sept. 17 to Dec. 7, 1906. 

22680. Dakota Iron Store vs. South Dakota Central Ry. Co. 
et al. Order entered April 26, 1913, directing refund of $13.88, 
account unreasonable rate applied on one carload of bar steel, 
forwarded from Moline, Ill., to Sioux Falls, S. D., Feb. 21, 1911. 

25524. Deere & Co. vs. C.,, R. I. & P. Ry. Co. et al.: Order 
entered April 25, 1913, directing refund of $14.80, account of 
unreasonable rate on one carload of coulters from Pittsburgh, 
Pa., to Moline, Ill., March 29, 1909. ; 

18608. Dewey Bros. Co. vs. P., C., C. & St. L. Ry. Co. et al: 
Order entered April 18, 1913, directing refund of $4.00 on ac- 
count of an unreasonable rate applied on one carload of dis- 
tillers’ dried grains from Madison, Ind., to Youngstown, O., 
under date of March 10, 1911. 

25369. Dewey Portland Cement Co. vs. M., K. & T. Ry. Co. 
et al.: Order entered April 18, 1913, directing refund of $3.70 
on account of an unreasonable rate applied on one less-than- 
carload shipment of steel plates from Pittsburgh, Pa., to 
Dewey, Okla., on Oct, 28, 1910. 

25836. Dewey Portland Cement Co. vs. M., K. & T. Ry. Co. 
et al.: Order entered April 19, 1913, directing refund of $1.31, 
account unreasonable rate applied on 1,090 pounds of iron 
bolts and nuts forwarded on June 29, 1910, from Columbus, 


O., to Dewey, Okla. 
24366. Diamond Match Co. vs. C., M. & St. P. Ry. Co. et al: 


Order entered April 18, 1913, directing refund of $16.26 on 
account of an unreasonable rate applied on one carload of 
matches shipped Oct. 1, 1910, from Oshkosh, Wis., to San 
Augustine, Tex. 

25438. Diamond Match Co. vs. M., St. P. & S. S. M. Ry. Co. 
et al.: Order entered April 18, 1913, directing refund of 
$15.83 on account of an unreasonable rate applied on two car- 
loads of matches. shipped Dec. 22, 1910, and Jan. 21, 1911, 
from Oshkosh, Wis., to Lockport and LaGrange, Tex. 

25641. James A. Dick Co. vs. A., T. & S. F. Ry. Co. et al. Order 
entered April 25, 1913, directing refund of $75.19, account of 
unreasonable rate applied on one carload of anhydrous am- 
monia, from Denver, Colo, to El Paso. Texas, Julv 27, 1910. 

22444. Du Pont, E. I.-De Nemours Powder Co. vs. Elgin, Joliet 
& Eastern Ry. Co. et al.: Order entered April 26, 1913, di- 
recting refund of $57.35, account of unreasonable rate on one 
carload dynamite glycerine, in drums, from Aurora, Ill, to 
Senter, Mich., June 1, 1911. 

22753. Dupont, E. I.-De Nemours Powder Co. vs. St. L. & S. F. 
R. R. Co. et al.: Order entered April 25, 1913, directing re- 
fund of $15.60, account of unreasonable rate on one carload of 
high explosives from Ashburn, Mo., to Pittsburg, Kansas, 
June 4, 1910. 

25674. Du Pont, E. I.-De Nemours Powder Co. vs. Nor. Pac. 
Ry. Co.: Order entered April 18, 1913, directing refund of 
$10.00, account unreasonable rate applied on one carload high 
explosives from Dupont, Wash., to Sand Point, Ida., on March 
19, 1912. 

21696. Eagle Mining & Milling Co. vs. D. & R. G. R. R. Co.: 
Order entered April 26, 1913, directing refund of $5,057.72, 
account unreasonable rate applied on 149 carloads of ore, 
forwarded from Beldon, Colo., to various points in Kansas, 
Ohio and Oklahoma, during the period from June 4, 1911, to 
Feb. 15, 1912. 

25531. Edible Products Co. vs. Atlantic Coast Line R. R. Co. 
and N. & W. Ry. Co.: Order entered April 26, 1913, directing 
refund of $9.16, account of unreasonable rate applied on one 
shipment of lard compound, forwarded from Savannah, Ga., 
to Lynchburg, Va., Sept. 5, 1911. 


THE TRAFFIC WORLD 


1101 


25703. Elliot Bros. Co. vs. Gt. Nor. Ry. Co. et al.: Order en- 
tered April 18, 1913, directing refund of $27.48 on account of 
an unreasonable rate applied on one carload of beans for- 
warded July 2, 1912, from Kendrick, Idaho, to Kalispell, Mont. 

7170. Elwood Grain Co, vs. St. Joseph & Grand Island Ry. Co.: 
Order entered April 26, 1913, directing refund of $13.45, ac- 
count service transferring through elevators three carloads 
of grain forwarded from St. Joseph, Mo., to Lake Charles 
and Crowley, La. 

9340. Elwood Grain Co, vs. St. Joseph & Grand Island Ry. Co.: 
Order entered April 18, 1913, directing refund of $85.95 on ac- 
count of an elevation allowance on 19 carloads of bulk wheat 
and corn forwarded from St. Joseph, Mo., to various points 
during September, 1909. 

9341. Elwood Grain Co. vs. St. Joseph & Grand Island Ry. 
Co.: Order entered April 26, 1913, directing refund of $4.50, 
account of allowance tor elevation on one carload of corn at 
St. Joseph, Mo., Aug. 30, 1909. 

10598. Elwood Grain Co. vs. St. Joseph & Grand Island Ry. 
Co.: Order entered April 25, 1913, directing refund of $114.57, 
account of allowance for elevation on twenty-five.carloads 
of wheat and corn at St. Joseph, Mo., November, 1909. 

21718. Evansville Gas & Electric Light Co. vs. Southern Ry. 
Co. et al.: Order entered April 26, 1913, directing refund of 
$47.52, account unreasonable rate applied on two. carloads of 
coke, forwarded from Evansville, Ind., to Federal, Lil, in 1911. 

26762. Fairbanks, Morse & Co. vs. P. R. R. Co. et al: Order 
entered April 18, 1913, directing refund of $16.78, account of 
unreasonable rate applied on one shipment of boilers and 
ta? rate from Titusville, Pa., to Beloit, Wis., on Aprii 

22930. Farr Produce Co. vs. D. & R. G. R. R. Co. et al: Order 
entered April 18, 1913, directing refund of $34.54, account un- 
reasonable rate —* on one carload potatoes from Monte 
Vista, Colo., to Altus, Okla., on Sept. 19, 1910. 

22010. Ford, M., vs. C., St. P., M. & O. Ry. Co. et al.: Order 
entered April 18, 1913, directing refund of $5.70, account un- 
reasonable rate applied on one carload of cement forwarded 
from Independence, Kan., to Florence, Neb., on April 20, 1910. 

24256. Freeman Lumber Co. vs. St. L., I. M. & S. Ry. Co. et al: 
Order entered April 18, 1913, directing refund of $14.00 on ac- 
count of an unreasonable rate applied on one carload of 
cypress lumber shipped Nov. 14, 1910, from Gleason, Ark., 
to Yates Center, Kan. 

24730. Furstenberg, B.°C., & Son vs. C., R. L & P. Ry. Co. 
et al: Order entered April 18, 1913, directing refund of 
$93.63 on account of an unreasonable rate applied on one car- 
load of broomcorn shipped April 4, 1911, from Nara Visa, 
N. M., to Hutchinson, Kan. 

25503. Gamble-Robinson Commission Co. vs. C., C., C. & St. L. 
Ry. Co. et al.: Order entered April 25, 1913, directing refund 
of $7.30, account of unreasonable rate on one carload onions 
and one carload cabbage from Louisville, Ky., to Minneapolis, 
Minn., on June 13, 1910, and Aug. 1, 1910. 

18607. Garden City Sand Co. vs. Pere Marquette R. R. Co. 
et al: Order entered ja 26, 1913, directing refund of $56.87, 
account of unreasonable rate applied on two carloads of 
molding sand from Bassett, Wis., to Muskegon, Mich., Oct. 


15, 1910. 

25526. Gem Shirt Co. vs. C., C., C. & St. L. Ry. Co.: Order 

entered April 18, 1913, directing refund of $1.25 on account 

of an unreasonable rate appli on one shipment of cloth- 

ing forwarded Aug. 15, 1911, from Dayton, O., to Elkhorn, 
s. 

24251. General Chemical Co. vs. P. & L. E. R. R. Co. et al: 
Order entered April 18, 1913, directing refund of $441.56 on 
account of an unreasonable rate applied on 13 carloads of 
pyrites shipped during the months of January and February, 
1912, from Cleveland, O., to Newell, Pa. 

25629.’ Gerlach Mer. Co. vs. Sou. Kan. Ry. Co. of Tex. et al: 
Order entered April 18, 1913, directing refund of $25.82 on ac- 
count unreasonable rate applied on one carload of millet seed 
from Canadian, Tex., to Lawrence, Kan., on May 2, 1912. 

22611. Gobey, Jno. R., & Co. vs. Ill. Cent. R. R. Co. et al: 
Order entered April 26, 1913, directing refund of $30.57, ac- 
count unreasonable rate on three carloads yellow pine lumber 
oa Kentwood and Strader, La., to Mounds, IiL, August, 

20436. Goodman Mfg. Co. vs. C. & E. I. R. R. Co. et al.: Order 
entered April 17, 1913, directing refund of $7.80, account of 
an unreasonable rate applied on one electric locomotive from 
Chicago, Ill., to Glenn, Ind., on June 18, 1909. 

20825. Goodrich, R. M., vs. N. Y., N. H. & H. R. R. Co.: Order 
entered April 1, 1913, directing refund of $662.29, account un- 
reasonable rate applied on 38 carloads manure from Wee- 
hawken, N. J., and 33d and 130th Streets, New York City, 
during the period May 4 to June 17, 1911, to Broad Brook, 
South Windsor and East Windsor, Conn. 

16546. Graham Paper Co. vs. Rutland R. R. Co. et al: Order 
entered April 25, 1913, directing refund of $165.06, account of 
unreasonable rate applied on thirteen carloads of news print- 
ing paper from Raymondsville, N. ¥., to New Orleans, La., 
May 25 to Aug. 25, 1909. 

20490. Grasselli Chemical Co. vs. B. & O. R. R. Co. et al: 
Order entered April 17, 1913, directing refund of $1,674.35, 
account unreasonable rate — on 85 shipments anthracite 
culm from St. Clair and Tamaqua, Pa., to Meadowbrook, 
W. Va., during the period Feb. 28 to April 7, 1911. 

25412. Great Western Chemical Corporation vs. Wiggins Ferry 
Co, et al.: Order entered April 16, 1913, directing refund of 
$286.00 on account of an unreasonable rate applied on 44 car- 
loads of garbage shipped during May, 1912, from St. Louis, 
Mo., to Chemical, IIl. 

26286. Greenbaum, Weil & Michaels vs. Sou. Pac, Co. et al.: 
Order entered April 18, 1913, directing refund of $11.39, ac- 
count unreasonable rate on nine shipments hosiery from vari- 
ous eastern points to San Francisco, Cal., during the period 
from April 11 to Aug. 8, 1910. 

22961. Gulf Lumber Co. vs. Morgan's La. & Tex. R. R. & S. 8S. 
Co. et al.: Order entered April 18, 1913. directing refund of 
$33.68, account unreasonable rate applied on one carload 
vellow pine lumber from Fullerton, La., to New Orleans, La., 
for export on Oct. 6, 1910. 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


oO. W. DYNES. 
O. W. Dynes, commerce counsel, Chicago, Milwaukee 
& St. Paul, was born at Columbus, in the state of Wis- 
consin; educated in the common schools, Oshkosh Normal 
School and Cornell University; studied law in New York, 


Commerce Counsel, Chicago, Milwaukee & St. Paul. 


and entered the general practice of law at Chicago in 
the year 1895. His work was mainly devoted to corpora- 
tion business, unti] he became connected with the legal 
department of the Chicago, Milwaukee & St.Paul Railway 
Co. in 1908, as assistant general solicitor. On Jan. 1, 
1912, he became commerce counsel] for the Chicago, Mil- 
waukee & St. Paul and Chicago, Milwaukee & Puget 
Sound lines. 


Illinois Central announces the following appointments, 
effective May 15: C. C. Kunz, commercial agent, Du- 
buque, Ia., vice M. S. Beals, promoted; Ben Stone, travel- 
ing freight agent, Bloomington, Ill., vice J. H. Lipsey, re- 
signed to engage in other business; C. L. Netherland, 
traveling freight agent, Fort Dodge, Iowa, vice Ben Stone, 
transferred; J. F. McMahon, traveling freight agent, 
Waterloo, Ia., vice J. Rosenzweig, resigned to engage in 
other business; L. Huekels, contracting freight agent, 
Dubuque, Ia., vice J. F. McMahon, promoted; J. B. Russell, 
contracting freight agent at Chicago; B. E. George, con- 
tracting freight agent at Chicago; J. F. Ward is appointed 
contracting freight agent at St. Louis; office 707 Olive 
street. 
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PERSONAL 


Harry T. Wilkins, formerly chief clerk in the offic 
of the chief mechanical engineer of the Pennsylvania 
Railroad, has just been appointed special agent of the 
traffic department, with office in Broad Street Statio1 
Mr. Wilkins will have charge of the preparation, insta 
lation and display of the Pennsylvania Railroad system 
exhibit at the Panama-Pacific International Exposition to 
be held in San Francisco in 1915. Mr. Wilkins has be 
in the service of the Pennsylvania Railroad since 1888, 
when he became a stenographer in the passenger depart 
ment. He was one of the first stenographers on thé 
“Pennsylvania Limited” and in February, 1891, he was 
transferred to Altoona in the office of the general supe! 
intendent of motive power. He came to Philadelphia in 
March, 1893, as chief clerk in the office of the chief of 
motive power. The Pennsylvania Railroad has taken part 
in practically all important expositions in the United 
States and abroad since the World’s Fair in 1893, an 
Mr. Wilkins has been closely identified with the prep 
aration of the company’s exhibits. 


Edward Chambers, assistant freight traffic manager 
Atchison, Topeka & Santa Fe, has been appointed vice 
president to succeed George T. Nicholson, deceased. Mr 
Chambers entered railway service in 1878 as freight han 
dler for the Santa Fe at Pueblo, Colo., and has been in 
the service of the same company continuously to the 
present. He served as check clerk, transfer foreman and 
cashier at Pueblo, Colo.; agent and commercial agent, at 
San Diego, Cal.; agent, commercial agent and assistant 
general freight agent at Los Angeles; genera] freight 
agent lines west of Albuquerque, and from March, 1905, 
assistant freight traffic manager. 


G. W. Housley, general agent, the Missouri Pacific 
and St. Louis, Iron Mountain & Southern, Hot Springs, 
Ark., having resigned, all correspondence and other mat 
ters pertaining to freight traffic will be handled in the 
name of R. M. McWilliams, assistant general freight agent, 
and that pertaining to passenger business in the name 
of F. E. Schroeder, assistant general passenger agent 
until further notice. 


D. L. Kelley, chief clerk in the division offices of 
the Northwestern line at Huron, has received appoint- 
ment as rate expert for the South Dakota Board of Rail- 
road Commissioners. This is a newly created office, and 
Mr. Kelley’s varied experience in several departments 
of railroad work through the central West should make 
him a valuable man. He leaves the Northwestern iine 
with the best wishes of his many friends and co-workers. 


The jurisdiction of Graham C. Woodruff. division 
freight agent New York Central & Hudson River. has 
been extended to include stations on Dolgeville Branch, 
from Little Falls, N. Y., to Salisbury Center, N. Y. 


George H. Clark has been appointed division freight 
and passenger agent of the Ottawa Division New York 
Central & Hudson River, extending from Tupper Lake, 
N. Y., to Nyando, N. Y., with headquarters at Ottawa, 
Ont. 

Harry V. Wilmot has been appointed district passenger 
agent Northern Pacific Railway, Milwaukee, Wis., vice 
M. E. Harlan, promoted. 


F. W. Meyer has been appointed auditor, St. Joseph 
& Grand Island Railway, vice S. G. Danforth, acting 
auditor, who has been assigned to other duties. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


ECONOMY OF THE MOTOR TRUCK 





BY R. W. HUTCHINSON, M. E., International Motor Co. 

The first question that is asked a motor truck repre- 
sentative by at least nine-tenths of business firms who 
are thinking of installing motor trucks is: “How much 
money will a motor truck save me over my horse ve- 
hicles?” The almost invariable answer is that “It de- 
pends on so and so.” The qualifying conditions are 
enough to bewilder any business man seriously seeking 
enlightenment on this important problem. The truth is, 
however, that no honest motor truck representative can 
truthfully say that a motor truck substituted for a cer- 
tain number of horse teams will effect a saving in dollars 
and cents which can be guaranteed in round figures. 
Some truck manufacturers have attempted to do business 
on a basis of guaranteed operating expenses for their 
motor trucks and guaranteed maintenance expense and 
guaranteed economy in accomplishing the equivalent of, 
or greater amount of work over, the horse equipment, 
but it is safe to add that every one of these companies 
has gone the way of every enterprise which was not 
established on safe, sane and sound business principles. 
Although no honest motor truck manufacturer will guar- 
antee that his product will cost such and such a figure 
in a day, nor that the machine transportation will effect 
an economy in figures which can be carried to even 
one point decimals, yet the motor truck manufacturers 
can prove to the satisfaction of any man that when he 
needs motor truck equipment and when he operates in 
a manner approved by the engineering experts of their 
organization, that the economies will be sufficient to pay 
a larger dividend upon the capitalization represented 
by the motor trucks than perhaps any corresponding in- 
vestment in mechanical equipment. 

It takes but little analysis to show that when a 
5-ton gasoline motor truck operating in public service 
delivery shows a gross profit of from $30 to $50 per day 
and a net profit of from $20 to $30 per day, figuring 
that the original investment for the truck was $4,500, 
that no other mechanical equipment can show a profit 
of 100 per cent per year on its cost, calculating that 
the good motor truck is available for operation 300 busi- 
ness days in the year. The business man who has not 
actually made sufficient investigation into the earning 
power of a motor truck is very skeptical as to the truth 
of a statement -that mechanical haulage is showing a 
profit of from 100 to 200 per cent. But public service 
motor express companies who are operating and man- 
aging their enterprises on the same rigid business prin- 
ciples as are carried out in the cost accounting depart- 
ment, for instance, of the United States Steel Corporation, 
are getting such results, and there are a number of truck 
companies that can prove that under as favorable con- 
ditions as these public service motor express companies 
are operating, it is quite possible for business concerns 
that put the same time and attention to their product 
when it goes outside of their manufacturing and inside 


distributing plant can get a similar ratio of earning in 
their own institutions. The only reason that the private 
operators of motor trucks are not earning relatively the 
same ratio of dividends on their investment is that they 
have mistaken the motor truck in itself as a cure-all 
for all of their motor truck problems and have not 
speeded up the inside details of the delivery system to 
keep pace with the: potentia] possibilities of a motor truck. 
True, the earnings of 100 to 200 per cent on its invest- 
ment is exceptional profit for a motor truck to show in 
private use, because of the fact that the public service 
motor companies can and do charge a larger price per 
ton or per ton-mile for taking care of a merchant’s de- 
livery system. However, the profit which a good motor 
truck would show when operated in private service can 
and does run as high as 200 per cent on its investment 
cost. 

The economies which motor transportation effect in 
delivery are seldom measurable on an exact dollars-and- 
cents basis; and in saying that the motor truck can, for 
the use of a private individual or business firm, show 
a dividend of 100 per cent, we are figuring its earnings 
on the basis that the first-class motor truck will enlarge 
the delivery area of the owner two or three times and 
enable him to double or treble his clientele of customers 
by making quicker and more prompt deliveries and 
naturally double or treble profits. If the actual oper- 
ating cost of a motor truck which has displaced three 
or four teams were taken as the measuring rule of its 
economy, it some times would be the case that the ex- 
pense would be larger than for the horse teams; but 


the earning capacity of the motor truck is so much ~ 


more than that of the horse equipment, through its ability 
to turn off twice or three times as much work, that 
the actual operating expense bears but an insignificant 
relation to its earning power. It is not the custom of 
the business world to place freedom from annoyance and 
worry incident to delays in delivery of goods on a mone- 
tary basis, and yet in truth the absence of the worry 
which a good motor truck insures in a business organ- 
ization may have a dividend feature which by itself would 
make a motor truck a profitable investment, even if it 
accomplished nothing else than to save the energy of 
its owner for more productive work in gaining new 
business and holding it. And in holding new business, the 
motor truck is the most favorable adjunct in business 
equipment, as it enables the carrying out of contracts 
which, if not fulfilled, always jeopardize future custom 
from the customer who has been disappointed. 

Sufficient facts have now been shown by the motor 
truck manufacturers to prove that the economy of motor 
transportation justifies the cost of re-equipment of a 
delivery system entirely with motor trucks. Perhaps the 
strongest proof of the economy of motor trucks as a real 
tangible quantity and not a fictitious estimate of the 
enthusiastic motor truck representative, is shown in the 
fact that in all of the large corporations in the United 
States that have adopted the motor truck during the last 
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three or four years and have had in that time ample 
opportunity in which to determine its economy, there is 
not a single complaint. If the motor truck had not proven 
its way, these large business organizations, many of 
which operate their transportation system in the same 
efficient and businesslike manner in which they operate 
their manufacturing plants, would have long before this 
been heard from in their denunciations of the motor 
truck as a failure. It is a most impressive fact that 
hardly a single one of the large users of power wagons 
who have put their squadrons of motor trucks on an 
exact business system of operation and cost accounting 
has uttered a word except in the most commendatory 
terms of the revolution which the new transportation 
agency has effected in their business. It is a certain 
thing that if the large squadrons of trucks which are 
owned by big corporations were not profitable the busi- 
ness world would have been told so in unmeasured terms 
by these corporations. The truth is that the owners 
of the large squadrons of motor trucks are saving so 
much money in the transportation end of their business 
that they are, almost as a unit, silent as the Sphinx 
about giving out any figures showing the economies which 
their trucks have effected. 

In this connection it is interesting to note that there 
are two clases of motor truck operators. The first class, 
which is greatly in the majority, keep only such insuffi- 
cient records as to prove to their satisfaction that their 
trucks earn a substantial profit. As to the exact amount 
of this profit they are little concerned, and it is ex- 
ceedingly difficult for the motor truck manufacturer to 
glean any cost records from this class of its customers, 
as the records are so incomplete as to give only the 
main facts which the owner desires to know—“The truck 
is earning big money.” The second class of truck oper- 
ators, who are exceedingly in the minority, have kept 
accurate records of their motor service costs, but they 
exercise the greatest care in preventing these records from 
leaving their offices, taking the stand that the longer they 
keep the information from their competitors the greater 
the period they can enjoy the advantages which their com- 
petitors do not possess and which enable them to make 
much larger dividends on equivalent capitalization than do 
their competitors. The writer, for example, once asked the 
traffic superintendent of one of the largest public service 
delivery companies in the United States for some actual 
records of his horse and his motor truck equipment. He 
was met with this rejoinder: “You can’t have them. We 
don’t propose to give away this information, as it would 
start our competitors buying motor trucks, and the very 
minute they get motor trucks the superiority of the serv- 
ice which we can give by having motor trucks will be 
lost, and they would be on an equal footing with us. 
Just as long as we can keep our competitors from get- 
ting these trucks, just so long we will continue to have 
a certain monopoly. We are not philanthropists and have 
nothing to give away. If you want any cost records, you 
will have to dig them up from somebody else.” This 
attitude of the successful operators of motor transporta- 
tion is, of course, in a way a retarding feature to the 
more general utilization of the motor truck, and if the 
large corporations would give out some facts regarding 
the saving these trucks are making for them the smaller 
concerns now operating from five to one hundred teams 
would have sufficient confidence in the motor truck to 
put more faith in the motor truck representative’s state- 
ments and would begin motorizing their delivery systems. 
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Perhaps no corporation in the United States is so 
well known for the businesslike principles in the con 
duct of every feature of its service as the New York 
Telephone Co. The New York Telephone Co. is picked 
as a model by all progressive telephone service mana- 
gers throughout the United States. Its sanction of any 
new wrinkle in business accounting or in business ad- 
ministration is taken as-the last word from business 
efficiency experts. The New York Telephone Co. was 
one of the first large corporations to begin experiments 
with motor transportation. Its first motor equipment 
naturally was of the electric-driven type and obviously, as 
a matter of policy and efficiency as well, the most of 
its truck equipment is to-day of the electric type. How- 
ever, it has made considerable use of the gasoline truck 
and has, for example, about 33 Mack trucks of from 
1 to 3 tons size in operation in New York and the sub- 
urban territory. 

In line with the policy of placing an exact cost ac- 
counting system on every part of its equipment, the 
company began about three years ago to keep the most 
approved records on each item of cost of its gasoline- 
driven vehicles. The results of its cost accounting sys- 
tem were disclosed by the superintendent of construction, 
A. W. Allen, in a. most interesting report read before 
the commercial department of his company. Inasmuch 
as the figures given contain a great amount of valuable 
information to the business public, the writer is giving 
them in full in this article, not so much with the idea 
that they are to be taken as an absolute guide by busi- 
ness concerns in other industries, but because they are 
a valuabie index to the business world, such a large 
percentage of which has transportation problems analo- 
gous to those of the New York Telephone Co. and because 
the character of service in which their trucks are em- 
ployed is as exacting as the average user of motor trucks 
ever expects to subject his machines to. It will be noted, 
in examination of these figures given below, that a 1-ton 
Mack truck which represented an annual operating ex- 
pense combined of $3,885.24, showed a net annual saving 
in comparison with horse vehicles of $2,414.76, figuring 
the depreciation at more than 33%4 per cent, so severe 
is the character of work in which this type of truck is 
employed. When it is considered that 15 per cent is the 
usual depreciation charge made against a motor truck, 
it will be obvious that the economy which this truck 
showed under such a burden of fixed charges is remark 
able. 

In Statement B of the same company’s experience 
with motor trucks, it will be observed the net annual 
saving for a 3-ton Mack truck over horse trucks equviv- 
alent in work performed was $1,429.01. This figure rep- 
resents a dividend of 40 per cent on an investment of 
$3,750. Certainly no other part of a business equipment 
costing this amount of money can show such enormous 
earning capacity. 

Statement “A”—Comparison of Motor Vehicles With 
Horse-Drawn Vehicles. 


Detail of Operating Expense and Saving Made by Three-Ton 
Trucks Used by Cable Placing Department. 

Annual Operating Expense Three-Ton Mack Truck, Based on 
Performance of Ten Trucks, Average 10,900 Miles. 
Chauffeur’s salary (full time, including overtime) $1,146.50 

Garage and washing 

Gasolene (.0365 per mile) 

Lubricants (.0171 per mile) 

Tires (.055 per mile) 

 . a... cuwhee 60.0.0 +4086 0.6 baleen Pe lee 
Repairs 

Depreciation, interest and taxes 


240.00 
1,020.50 
$3,885.24 
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Approximate Gross Annual Saving on Horse-Drawn Vehicles 
Replaced by Three-Ton Mack Truck Based on Seven 
Months’ Usage. 





Truck hire (August to February)............c..eeeeeeees $2,904.20 
Cartan Gee BP WII in 0 oc cccccctccccccccisscese 361.69 
Freight (August to February).........csceeecccececcens 118.00 

ee . rela da nbc dentecs ctbedeuscmpaky $3,383.89 
Appromimmted GrmuGl GRVING. «2... vcs cscccccevccscens 5,800.00 
Approximated annual saving on placing cable.......... 500.00 

I 5 5 ae is o's won abd ek 63400 2'osdcnd es tek cee $6,300.00 
Approximated gross annual saving by 3-ton Mack truck. 6,300.00 
Annual operating expense of 3-ton Mack truck.......... 3,885.24 

Net annual saving per truck...........csesscees Pebs $2,411.76 


Statement “B”—Comparison of Motor Vehicles With 
Horse-Drawn Vehicles. 
Detail of Operating Expense and Saving Made by Three-Ton 
Trucks Used by the Heavy Aerial Construction Gangs. 


Annual Operating Expense Three-Ton Mack Truck, Based on 
Performance of Seven Trucks, Average 5,310 Miles. 


Chautiout as ealary (pat Mme)? «on is sons ccincvccsusamecece $ 360.00 
Gases Ge a is Fees ccccc cicceSnckansbindstbastes 240.00 
Came 6 ee e560 Sacic's 6+ i acids LANGA een oe 331.87 
Fa CI ED © cnc cc wvcen segagnaveehéetesee® 172,57 
Tired ViGGS. WO Gs swe ccccccscsceccvedesdvaceeseons ene 292.05 
ee SIO. 0.5. oe giclee vccee ss Sencssaenssgcnics 54.50 
po BR Oe ee eee ee eee 120.00 
Depreciation, interest and tAxeS............ cece cece eeees 750.00 

Ne eb eb tc Mlk cere et acts gen Cue es Weis ots oeueveuau $2,320.99 


Approximated Gross Annual Saving on Horse-Drawn Vehicles 
Replaced by Three-Ton Mack Truck. 


Teams for hauling men, tools, etc............ccccseees $1,450.00 
PURGE OD 6.0.5 dak Cav nebhGogre cb cacctcce ses duwocees mag 350.00 
Wetre Somes Ger PADMMUE POlERs « 0 c0.c ccc ccsccnscvceseses 150.00 
Tixtra SPC COP PAU CORDIC. occ ccc ccc ctccsccscvaesces 300.00 
es See rr os sv apee cake Vek eemae sone ee ees 1,200.00 
Tambor SOttlA WOU. oo cc cece cc cccnvccscccesersencrscevtes 300.00 

PeteE GER BORE ck as nc cers ohte nce ttnthacte ce ents bau $3,750.00 
Approximated gross annual saving by 3-ton Mack truck. 3,750.00 
Annual operating expense of 3-ton Mack truck........ 2,320.99 

Net annual saving per truck..........c.ccssceeceecess $1,429.01 


As an example of the earning capacity of the motor 
truck over the railroad or trolley for medium and short- 
haul service, an interesting experience of the Belle Tele- 
phone Co. of Philadelphia with a 14-ton Mack truck is 
very interesting to merchants who are considering the 
use of motor trucks for delivery service in suburban 
territory. This machine was used for shipping supplies 
from the company’s storehouse at Philadelphia to towns 
within a radius of 25 miles from Philadelphia. -It will 
be noted from this table that the saving by motor truck 
over express service was 74.3 per cent. These figures are 
only ordinary results, which are being obtained by public 
service companies who are contracting with merchants to 
deliver goods to suburban customers. It takes but little 
calculation to show that the motor truck for public-serv- 
ice duty particularly can make a profit which makes an 
investment in public-service motor express companies a 
veritable gold mine to business men who are enterprising 
enough to foresee the golden opportunity for productive 
investments in capitalizing the teamsters who are ready 
to take over this work whenever they can get the finan- 
cial backing necessary to do so. 





By express, 5,455 Ibs. at 50c per 100 Ibs....................- $27.28 
By freight, 5,455 lbs. at 13c per 100 lbs............... $7.09 
ED. 100 OER re s wo'hc e kbs pV ce doceeesceeccns 5.30 
ED Eb COUIIGIIIOS & cc kcesccccsvbinnerccveeeucece’ Gee 
eR Ee oreo Pe Pert ee eer eee 17.39 
Se I ONIN. 3c BOL bo a a's hbk + COM Mibe SERED ods dei cesccde cd 7.00 
Saving by motor truck over expreSS...............cseeeees 20.28 
(Or 74.3 per cent) 
Saving by motor truck over freight...............sseee- 10.39 


(Or 59.7 per cent) 

The most interesting example of the money-saving 
feature of the motor truck is found in the experience 
of the American Car & Foundry Co., Chicago. The 
American Car & Foundry Co., as is obvious, has trans- 
portation that belongs to the heavy-duty, long-haul class; 

*The chauffeurs operating these trucks are experienced line- 


men and work with the gang when trucks are standing idle; 
henee part of their expense is properly chargeable to the work. 
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service such as would be expected is the kind that enables 
a motor truck to show particularly its tremendous econ- 
omy over horse equipment. This large corporation, in a 
year’s operation of a 6%-ton Saurer truck on an exact 
cost-accounting basis, shows that its truck transporting 
14.1 tons per day a distance of 33 miles at an average 
cost of 6.45 cents per day, or a per-ton cost of 45.8 cents. 
Adding to this per-ton cost interest on the investment 
at 6 per cent and all necessary motor vehicle insurance 
and an annual overhauling fund of $450, which fixed 
charges increase the per-ton cost by 32.2 cents, the total 
cost per ton transported was 78 cents. With .a rented 
horse equipment the former cost was $2 to $2.50 per ton. 
In other words, the Saurer truck is saving the American 
Car & Foundry Co. about $400 per month, which repre- 
sents a return on the investment of 98 per cent, or is 
sufficient to pay for the truck in one year’s service. 

Specific data on the economy of motor trucks could 
be quoted at great length, but space does not permit, and 
the multiplication of these examples would only serve 
to add greater emphasis to the generally proven fact 
that a motor truck intelligently installed, intelligently 
handled and cared for and operated in a manner described 
by its manufacturers, never fails to show either a large 
direct saving in dollars and cents, or by keeping trans- 
portation costs at a standstill, trebling or quadrupling 
in many instances the zone of business in which its owner 
can efficiently operate. 


NOTES ON THE PACKAGE INDUSTRY 





Shippers are becoming thoroughly aroused to the 
need of adequate methods in packing their products to 
insure safe delivery. For the last few years the more 
progressive shippers have been co-operating with rail- 
way men with a view to the reduction of claims, and 
this, of course, has directed more or less attention to 
packing. It is safe to say, however, that the next year 
or two will not only see a continuance of activities along 


POSITIONS WANTED OR OPEN 


Wanted—Position as AUDITOR. Fifteen “years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 











ARTHUR B. HAYES 


ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Speciality 
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the right lines laid down in the past, but also in the 
way of constructive co-operation between agents and 
shippers, carriers and manufacturers of shipping pack- 
ages. 





In any work of this sort a box manufacturer with 
a strong organization, ample resources and a _ policy 
founded on extensive experience can undoubtedly play 
a prominent part. 


On account of the high character and extent of its 
business, its manufacturing and distributing facilities, the 
Chicago Mill & Lumber Co. claims interest in this direc- 
tion. This corporation, with a capital of $8,000,000, was 
organized 30 years ago. It owns in fee thousands of 
acres of virgin timber land, which has been: carefully 
selected with a view to producing a uniformly high grade 
of package material. It has 15 plants for the manufac- 
ture of wood and paper shipping containers, distributed 
in such a manner that it is able to maintain close rela- 
tions with shippers in practically all the great central 
and southern territory, where raw material is turned into 
finished products, and shipped not only to other nearby 
centers of distribution, but to all parts of the world. 
The company is in a position to supply any of the highly 
diversified demands of the territory in which it operates, 
as it manufactures made-up wooden boxes and shooks 
of all kinds, also wire-bound boxes and every style of 
corrugated and fiber shipping container. 

The company’s policy is founded on complete and 
superior service, on a fair basis, to the shippers who 
want to get the most economical package which will 
carry their products in proper shape to their customers. 
Owing to this policy, and the careful execution of it by 
all the company’s departments covering the production, 
expert service, sale and delivery divisions, its sales have 
been steadily increasing. 

C. Fred Yegge, vice-president of the Chicago Mill & 
Lumber Co., is chairman of the Standardization Com- 
mittee of the National Association of Box Manufacturers, 
and is actively engaged in work along progressive lines 
for the general improvement of package conditions, while 
John L. Barchard, manager of sales for the Chicago fac- 
tories of the company, is a member of the executive 
committee of the Fiber Shipping Container Association, 
which has in charge the interests of the manufacturers 
and users of fiber containers. This committee has been 
very active in the recent hearing before the Interstate 
Commerce Commission, 


LARGE ORDER FOR TRACTORS 





One of the largest commercial motor vehicle orders 
that have been recorded in the industry this season has 
just been received by the Knox Automobile Co. from its 
San Francisco agents, the Reliance Automobile Co. 

This order is for six Knox Martin tractors on a total 
contract for 15, which are to be delivered as fast as the 
factory can build them. Samuel Crim, manager of the 
Reliance Automobile Co., in writing of the order, says, 
“We had hardly sent the wire to the factory for this 
large order when we received another order for two more 
of the 10-ton tractors from Sacramento. The order for 
15 is from a company that will operate them in the oil 
fields. The hauling in that section is of the heaviest 


‘kind, and it was the showing that our tractors made 


there on the demonstration that sold them for us. 
“The..advantage of the tractors for hauling heavy 
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loads has been most forcibly demonstrated by the ma 
chines we have already sold in San Francisco. The two 
tractors of McLenegan have been doing wonderful work, 
having already hauled blocks of granite weighing 18 
tons, in one instance drawing an 18-ton block on the 
tractor and a 9-ton block on a trailer. The resuits oi 
these tests were undoubtedly instrumental in securing 
cur recent big orders.” 


SUPPLIES BRANCH LINES FIRST 


THE TRAFFIC SERVICE NEWS BUREAI 
Colorado Building, Washington, D. ¢ 
Arguments were heard on May 16 on the complaint 
of James G. Wright & Co. against the Chicago & North 
western et al., covering disputes as to equipment for the 
carriage of cattle from Volga and Esterline, S. D., to 
Chicago. R. H. Widdicombe, for the cafriers, said it is 
always customary to furnish shippers on branch line 
points ahead of main line, as it is considered easier to 
supply main line point requirements on short notice. Dis- 
crimination was charged, during a time of embargo, but 
only one day’s delay was experienced, and it was opinion 
of counsel that no sufficient evidence was produced to bear 
out the claim that there is any unjust discrimination. 
The question presented is not with reference to the 
violation of any rule, regulation or practice; it is merely 
a common tort, and, while they would welcome a deci- 
sion on the part of the Commission, counsel takes the 
view that they have no authority, under the circum- 
stances. He holds this is sustained in Langdon vs. Penn- 
sylvania. 


COMMERCIAL CLUB MAY INTERVENE. 


The Orange Grove Commercial Club has been per- 
mitted to become an intervener in the matter of the 
complaint filed with the Commission by the Chamber of 
Commerce of the City of Beaumont, Texas, against the 
Gulf, Colorado & Santa Fe et al., Docket No, 5754. 


CARRIERS’ ANNOUNCEMENTS 


The new second main track stretch on the Cincin- 
nati, New Orleans & Texas Pacific Railway between 
Citico, Tenn., and Boyce, Tenn., just out of Chattanooga, 
has been completed and put in service on Thursday, May 
15. This improvement will be of great advantage in 
handling trains into and out of Chattanooga during the 
Confederate Veterans’ Reunion, and at the same time will 
permanently facilitate the movement of freight and pas- 
senger trains operated between the South and West by 
the Queen & Crescent Route in connection with the 
Southern Railway. With 87.41 miles of double track now 
in operation and 29.6 miles under construction between 
Erlanger, Ky., and Williamstown, Ky., the C. N. 0. & 
T. P., with the addition of the Citico-Boyce stretch, will 
have a total of 119.01 miles of double track. 





ALTON MIDNIGHT SPECIALS. 


Effective May 11, trains 7 and 8, known as “The 
Midnight Special,” on the Alton, leaving Chicago and 
St. Louis at 12:01 a. m., will be highball, through, non- 
stop trains between these points. These trains will not 
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LAKE SUPERIOR 


DULUTH 
FT. WILLIAM 


PORT ARTHUR 
BAYFIELD 


L. P. HOGSTAD, Division Supt. 
DULUTH, MINN. 
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GEORGIAN BAY 


OWEN SOUND. 
MICHIPICOTEN 


Connections with all rail and boat lines at 


ASHLAND 
SAULT STE. MARIE 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. D. ROSENHEIMER, Traffic Manager 
CHICAGO, ILL. 


Cc. E. AINSWORTH, Manager 
SAULT STE. MARIE, MICH. 





The Tapley Elevating Truck was the pioneer in the field of elevating 
trucks—not an imitator of other so-called elevating trucks, but the 


ORIGINAL EFFICIENCY TRUCK 


Seven years in use and today our trucks are universally accepted as 
the best trucks for general equipment in handling heavy material. 


DO NOT BE MISLED INTO 
BUYING AN INFERIOR TRUCK 


Learn the truth concerning platform methods 
and the proper equipment for your plant. 


_TAPLEY SPECIALTY COMPANY — 


cor AND FULL INFORMATION 
ON REQUEST 


531 West 37th Street 
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handle any mail or express and will be exclusive trains 
for Chicago-St. Louis passengers. 


New York Central Lines Passenger Department, G. G. 
Clark, general agent, Chicago, has issued a special cir- 
cular on the “No Extra Fare,” “New York and Boston 
Special,” which leaves Chicago after arrival of all morn- 
ing connections from the West, and arrives Grand Central 
Terminal, New York, and South Station, Boston, early 
the next afternoon. 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 143 of the American Railway 
Association, issued on May 7, gives a summary of car 
surpluses and shortages by groups from: Jan. 31, 1912, 
to May 1, 1913: 

Total surplus—May 1, 1913, 63,977 cars; April 15, 
1913, 70,715 cars; May 9, 1912, 136,776 cars. 

Compared with the preceding period, there is a de- 
crease in the total surplus of 16,738 cars, of which 4,394 
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is in box, 908 in flat, 9,602 in coal and 1,834 in miscel- 
laneous cars. The decrease in box car surplus is in all 


- 


groups, except 5 (Kentucky, Tennessee, Mississippi, Ala- 
bama, Georgia and Florida), 9 (Texas, Louisiana and New The Most Highly Developed 


Mexico) and 11 (Canadian lines). The decrease in flat Machine for Carload Weighing 
car surplus is in all groups, except 1 (New England lines) 


and 5 (as above). The decrease in coal car surplus is 
in all groups, except 4 (the Virginias and Carolinas) and ° 

5 (as above). The decrease in miscellaneous car surplus Fairbanks Suspended Platform 
is in groups 1 (as above), 2 (New York, New Jersey, 

Delaware, Maryland and eastern Pennsylvania), 4 (as e 

above), 7 (Montana, Wyoming, Nebraska and the Dako- Railroad Track Scales 
tas), 8 (Kansas, Colorado, Oklahoma, Missouri and Ar- 

kansas) and 10 (Washington, Oregon, Idaho, California, 

Nevada and Arizona). Maximum Efficiency With 

Total shortage—May 1, 1913, 14,178 cars; April 15, Minimum Upkeep Cost 
1913, 13,217 cars; May 9, 1912, 6,678 cars. 

Compared with the preceding period, there is an 
increase in the total shortage of 961 cars, of which 81 
is in flat, 1,537 in coal, and a decrease of 27 in box and 
and 630 in miscellaneous cars. The decrease in box 
car shortage is in groups 2 (as above), 3 (Ohio, Indiana, 
Michigan and western Pennsylvania), 4, 7, 8 and 11 (as 
above). The increase in flat car shortage is in groups 
1, 5 (as above), 6 (Iowa, Illinois, Wisconsin and Minne- 
sota) and 8 (as above). The increase in coal car shortage 
is in all groups, except 6, 7, 8, 9, 10 and 11 (as above). 
The decrease in miscellaneous car shortage is in groups 
3, 4, 5, 8 and 11 (as above). 

Compared with the same date of 1912, there is a 
decrease in the total surplus of 82,799 cars, of which 
2,276 is in box, 202 in flat, 71,269 in coal, and 9,052 in 
miscellaneous. There is an increase in the total short- 
age of 7,500 cars, of which 3,860 is in box, 592 in fiat, 
2,500 in coaleand 548 in miscellaneous cars. 


Detail figures follow: 
SURPLUSES. 


Scale irons are set directly on concrete, 
Tall supporting stands with bases of large area. 


Coal, Solid deck construction. Accumulations of dirt and 
a ‘aan anew ou platform & not affect balance of beam. Also 
Flat, Hopper. Kinds. Total. edna <i «tt een 
053 12,24% 0,325 53,977 Accessibility for inspection atorded by scale iron de- 
3,967 21,845 22,159 70,715 
4,071 20,209 21,469 68,792 ee 
,650 18,039 19,873 58,529 Heavy section steel girders with web stiffening angles 
5,156 16,897 16,992 62,045 b 
1081 16/823 16°67 50°659 and bracings over each bearing 
2,919 7,599 10,135 26,135 Scale irons 50 to 75 per cent heavier. Deflection is 
7,262 8,452 19,897 thereby reduced to the minimum and accurate weights 
6,401 10,680 yrs eeeeren, — ~~ pene .. —~ factor of safety than 
d,« 2,375 ’ when stren n ons : 
9,658 19,105 58,623 - ee eee ee eee 
15,420 25,419 75,389 The bearing surface or knife edge length of load pivots 
arate ones tee i. ce per cent mere than in the old type, giving longer 
94°692 20°064 151,186 e, due to reduced load per linear inch. 
19,151 52,682 Suspension bearing feature permits load being trans- 
: 6 9 18,505 44,984 mitted to levers without shock and also prevents any 
12,781 8,125 20,644 55,592 sliding of bearings on knife edge which would result in 
SHORTAGES. Gea) premature wear. 


Gondola Main and supporting pivots are not required to sustain 
wane ieee other. ota! load. Costing is designed so that pivot is backed up by 
2.046 2738 1 348 1,178 cast steel of levers. Broken pivots are impossible 
1,965 2,196 1,875 13,217 Main levers are steel castings. Main and supporting 
1,227 1,400 10,804 pivots have continuous bearing edges. 

3,623 3,355 27,148 

1,868 4,720 24,785 Facilities are provided for easy inspection of all knife 
2,751 4,736 33,601 edges, a most important factor when maintenance cost 
4,382 12,778 62,536 is considered. 

5,164 14,811 71,156 

4,076 14,897 54,389 

3,182 8,331 36,000 , 

2,558 4,703 14,722 Ask for Specifications 1888T9 

1,631 2,074 2 6,467 

1,555 450 573 5,746 

1,618 2,649 £ 7,482 
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PERMISSION TO AMEND. 900 South Wabash Avenue 


Peycke Bros, Commission Co. has been given permis- Chicago 
sion to amend its complaint, Docket No. 5603, against the 
Florida East Coast et al. 





















May 17, 1913 





THE TRAFFIC WORLD 





Conference Rulings 


| || BULLETIN No. 6 NOW READY 


Cancels and Includes Bulletin No.5 


Conference Rulings of the Commission 
which have been given publicity from 
time to time; some of which have not 
heretofore been officially published. 


Issued April I, 1913 
Photographic “Reproduction 
Regular Tariff Size 


Single Copies . - 40 cents, Postage Paid 
10 to 25 Copies. - . 35 cents, Express Collect 
25 to 100 Copies - . 30 cents, 7 ? 
100 to 500 Copies. - . 25 cents, © ike ° 
Over 500 Copies - . 20 cents, ” " 





The Traffic Service Bureau 
418 South Market St. - > Chicago, Illinois 







As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





1108 THE TRAFFIC WORLD Vol. XI, No. 2: 


is in box, 908 in flat, 9,602 in coal and 1,834 in miscel- 
laneous cars. The decrease in box car surplus is in all 
groups, except 5 (Kentucky, Tennessee, Mississippi, Ala- 
bama, Georgia and Florida), 9 (Texas, Louisiana and New The Most Highly Developed 


Mexico) and 11 (Canadian lines). The decrease in flat Machine for Carload Weighing 
car surplus is in all groups, except 1 (New England lines) 


and 5 (as above). The decrease in coal car surplus is 
in all groups, except 4 (the Virginias and Carolinas) and e 
5 (as above). The decrease in miscellaneous car surplus Fairbanks Suspended Platform 
is in groups 1 (as above), 2 (New York, New Jersey, 
Delaware, Maryland and eastern Pennsylvania), 4 (as e 
above), 7 (Montana, Wyoming, Nebraska and the Dako- Railroad Track Scales 
tas), 8 (Kansas, Colorado, Oklahoma, Missouri and Ar- 

nsas) and Vashington, Oregon, Idaho, California, 
ee ain ae : . Maximum Efficiency With 

Total shortage—May 1, 1913, 14,178 cars; April 15, Minimum Upkeep Cost 
1913, 13,217 cars; May 9, 1912, 6,678 cars. 

Compared with the preceding period, there is an 
increase in the total shortage of 961 cars, of which 81 
is in flat, 1,537 in coal, and a decrease of 27 in box and 
and 630 in miscellaneous cars. The decrease in box 
car shortage is in groups 2 (as above), 3 (Ohio, Indiana, 
Michigan and western Pennsylvania), 4, 7, 8 and 11 (as 
above). The increase in flat car shortage is in groups 
1, 5 (as above), 6 (lowa, Illinois, Wisconsin and Minne- 
sota) and 8 (as above). The increase in coal car shortage 
is in all groups, except 6, 7, 8, 9, 10 and 11 (as above). 
The decrease in miscellaneous car shortage is in groups 
3, 4, 5, 8 and 11 (as above). 

Compared with the same date of 1912, there is a 
decrease in the total surplus of 82,799 cars, of which 
2,276 is in box, 202 in flat, 71,269 in coal, and 9,052 in 
miscellaneous. There is an increase in the total short- 
age of 7,500 cars, of which 3,860 is in box, 592 in flat, 
2,500 in coaleand 548 in miscellaneous cars. 


Detail figures follow: 
SURPLUSES. 


Scale irons are set directly on concrete. 
Tall supporting stands with bases of large area. 


Coal, Solid deck construction. Accumulations of dirt and 
Gondola snow ou platform do not affect balance of beam. Also 
and a tighter pit insured. 
“ ane wee . — Hopper. b 
May » 1913......... é 3,05$ 12,243 Accessibilit or inspection aYord by scale iro e- 
April. 15, 1913......... 3967 21,845 ius = yes 
April Gaeta otie eu 3 : 4,071 20,209 : : 
Mch. 1 967 4,650 18,039 Heavy section steel girders with web stiffening angles 
Feb. 1 eeccesecene 5,156 16,897 and bracings over each bearing. 
Dec. : : ,07! . 16,823 
Nov. 0 é 7,599 Scale irons 50 to 75 per cent heavier. Deflection is 
Nov. » 1912......... 2,632 i 7,262 thereby reduced to the minimum and accurate weights 
Oct. » i , 6,491 secured. This also means a larger factor of safety than 
Sept. » if f , 5,310 when strength only is considered. 
Aug. § eae a 9,658 
July 8, 1912.........32,39% »1E 15,420 é The bearing surface or knife edge length of load pivots 
June ‘ 606 ‘ 19,319 is 100 per cent more than in the old type, giving longer 
May 23, we eeee ee 28,28 5s 71,068 life, due to reduced load per linear inch. 
April 2: { f 8: 94,692 
Mch, 2 g § ' 12,540 Suspension bearing feature permits load being trans- 
Feb. : 10,239 mitted to levers without shock and also prevents any 
Jan. sliding of bearings on knife edge which would result in 
premature wear. 


Main and supporting pivots are not required to sustain 
load. Casting is designed so that pivot is backed up by 
east steel of levers. Broken pivots are impossible. 


Main levers are steel castings. Main and supporting 
pivots have continuous bearing edges. 


Facilities are provided for easy inspection of all knife 
edges, a most important factor when maintenance cost 
is considered. 


Ask for Specifications 1888T9 


“ : ie Fairbanks, Morse & Co. 
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PERMISSION AMEND. 900 South Wabash Avenue 


Peycke Bros, Commission Co. has been given permis- Chicago 
sion to amend its complaint, Docket No. 5603, against the 
Florida East Coast et al. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis 
sion; Counselor at Law 


Suite 956 First National Bank Bidg., 
Chicago, Il. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsei for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
@ specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


170 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commissioa 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building Shreveport, La. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louls, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Wade H. Ellis 


Interstate Commerce Commission cases 
604-512 Southern Bldg., Washington, D. C. 


Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Internal Revenue; 
Interstate Commerce litigation a specialty. 


Colorado Bldg., Washington, D. C. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where BE. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C., 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct, and Spel. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. . 

420-424 Woodward Bldg., Washington, D. C. 


H. C. Lust 


Formerly of Haynie & Lust. Traffic Cases Only. 
Evidence Compiled and Cases Prepared and Handled 
for Carriers or Shippers. 


Otis Building CHICAGO 


a eee 
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THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 


gladly answer inquiries respecting Consular Regulations, Customs 
G. W. SHELDON & CO., 





Huguenot Express Co. 
NEW YORK, N. Y. 


Prone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


624 West Thirty-sixth St. 


and distribution. 


Judson Freight Forwarding. Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bidg. Carload distribution to al] rail- 


roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


western and Pacific Coast points. 


The Reading Truck Co. 


DETROIT, MICH. 


Duty, ete. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Sixth and Congress Sts. Authorized cartage agents 


ter the Wabash and Canadian Pacific railways and for 
Special attention given to 


distribution of carload freight for two or more parties. 


the Anchor Line steamers. 
Merchandise delivered as ordered. 











Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


850-356 Seneca St. “Umsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 683. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended to. 
Insurance, 18c. Track connections. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eompanmies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Headquarters, Tacoma Bildg., 5 North 

La Salle St., Chicago. 


Officers. 


J. M. Belleville, President, 
I. A, Pewee Plate Glass Co., 
‘Pittsburgh, 
H. G. Wilson, Vice-Presiden 
Comm’r, “Transportation Bureau 
Commercial Club, sr City, Mo. 
Ongar ell, Secretary-Treasurer, 
= * ome Co., 836 Seath Michigan 
Ave., Chicago, iu. 
David P. ndblom, Assistant Secretary 
YE Nort Te Salle St. Chicago 
National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, IIL 
Stortin 
Manutecturere’ and Shippers’ 
Association. 


In charge of traffic industries located 
at Sterling and Rock Falls, Il 


ee ee SOO, 0c és beneeeenns car President 
Bes Ses WV OS 6 0 os 0 a kaneen - Vice-President 
W. J. Burleigh....... Secretary-Treasurer 
Waid, SOBs co ccccack ous c Manager 
MINNESOTA, 


Northern Pine Manufacturers’ Associa- 
tion. H. 8. Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. 
Comm’r, 614 Bank 
St. Louis, 


P. W. Coyle, 
of Commerce Bidg., 


TENNESSEE, 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; G. Thomas, Vice- 
Pres.; James 8. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
=r F. Clark, Pres.; H. B. MacNiven, 


ecy. 

The Traffic Club of New York. A, F. 

Mack, Pres.; C. A. Swope, 

The Spokane Transportation ‘Club. Chas. 
W. Colby, Pres 

The Traffic Club of en Guy S8. 
McCabe, Pres Wharton, ly 

The Traffic Club of Dallas, Tex. T. EB. 
Jackson Ss. M Ss 


Pres. ; axwell, . 
The Traffic Club of as hia. "Fe A. 
Bedfo Pres.; C. jummerfield, 


Secy. 
The . Traffic Club of St. Louls, Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 


Treas. 
The _ Traffic res’. 
Johnston, 


of Pittsburgh, J.T... 


The Transportation Club of Indi Is. 
= S. Shambaugh, Pres.; L. E. Stone, 
ecy. 


The 7 Club of New England, Boston. 
Ee > Byrnes, Pres.; Wie. Cc. Brown, 

The Transportation oo. 7 Cincinnati. 
C. ; Anderson, 


Poysell, Pres.; J. 
Secy. 
The Transportation Club of Loul 
one Roederer, Pres.; S. J. MeBride, 
y. 


The Trans tion ~~ of To 
ro Ty porta 13 ledo. L. G, 


mber, 
The Traffic Club of aoa John 4 
Rogers, Pres.; J. R. e, 
The Traffic Club of Seattle. Roger D. 
+ i Se ae = Club of B Secy. 
e Trans ion Club o wen’ M 
F oennd Z Jones, Pres. ke. 


Trang rtation Club of San Prestiem. 5 
Portas Pres. ; Theo. ee 


ae 
The Rallroad Club of Kansas C M 
J. N. Stroud, Pres.; Claude Dee 


ecy. 
The Transportation and Traffic > 
emia ham, Ala. L. Sevier, Pres.; 


The Traffic Club of pemmoonene. ¥F. @. 
Pool, Pres.; F. B. Ro 

Salt Lake ee ‘Club.’ C. 7 
MeNitt, Pres. . 

Traffic Club. of ames Wm. Ff 
O’Connor, Pres.; C. C. Lioyd, Secy. 

Tran ertation Club = Lima, 0. Lioyd 
P. rrick, Pres.; D. L. Rupert, Secy.- 


Treas. 
Grand Rapids Traffic Clu Grand 
Mich. Chas. H. Lilley, Pres. ; Ss 


Bale, Secy. ; 
Tra rtation Club of Peorla. R. M. 
Field, Pres.; A. S. Howells, Secy. 
Tramic. , Gar of pens D. . "Hura, 
op, 
, lub of “of an Pa. Héwin 
cate gC : M WwW. Eismann, Secy. 
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BOXES and SHIPPING PACKAGES 


of all kinds 


Amply served to you by our plants located in 


THIS GREAT CENTRAL SHIPPING DISTRICT 


We own and operate plants at points marked 
PLAN® Si JF We Operate 
° Za ~~ Fifteen Plants Located from 
bey age A. ptHEe Sault Ste." Mariefto!New Orleans} 


i qyouvd 'N 


ee 
Just where do you use Shipping : 
Cases? Dot the points on the 
map. You see we can reach you, 
and our products can be deliv- 
ered -to you with speed, relia- 
bility and economy. 


wiLOUvVd ‘s 


The strategic location of our 
plants, is but one item in our 
SANDUSKY superior service. Watch future 


on €e announcements. 
f ILLINOIS | 
N 


K INDIANA } 
We Make 


Solid Fiber Shipping Containers 


7 ou ¥ -~* Corrugated Shipping Containers 
x ie -| Wirebound Boxes 


. wd 
BLYTHEVILLE J EXINNESSEE Egg Cases and 
ARKANSAS aM 


EMPH 


a aa ON Wooden Boxes of any Kind Made 
; Up or in Shooks. 


s 


b inion 
ih The advice of our package ex- 
in 4» ALABAMA : . 

| GEORGIA perts is unbiased. 


Call Upon Us and Learn the Complete Advantages 
of Our Service to}Your Business. 


odio LUMBER CO., 6” | CHICAGO MILL and LUMBER CO. 


We are exclusive selling agents for plants at points marked ©) CHICAGO 
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